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Let a PACKAGE 


by & 
packaging pr 


Every business hasa packaging problem tosolve. Methods 
that were put into effect five, three or even two years 
ago, are often obsolete now. Today, new designs, new 
materials and simplified packaging offer a good oppor- 
tunity of saving money for YOU. “ “ Hinde & Dauch Package 
Engineers are showing many manufacturers how to cut down 
packing room costs while actually improving the convenience 
and serviceability of their shipping boxes. Plan to call in ar“— 
H & D Package Engineer and let HIM tackle your packedi\S 
problem. His services are free. Write for a copy of our inte (AAS 
esting booklet: "How To Use H & D Free Package Bite 


Engineering Service’. 


THE HINDE & DAUCH PAPER COMPANY 


303 Decatur Street Sandusky, Ohio 


Western Address: Kansas City Fibre Box Company, Packer's Station, Kansas City, Kansas. 
Canadian Address: Hinde & Dauch Paper Company of Canada, |_td., King Street, 
Subway and Hanna Avenue, Toronto 
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SHIPS AND MASTERS OF THE FLEET 


The Ohioan and Captain Lloyd M. Read 


Born in California, Captain Read, in his teens, sailed from San 
Francisco as a seaman on the full rigged ‘George Stetson,” 
rounding the Horn to Liverpool. For ten years he shipped out 
in English sailing vessels and was finally promoted to mate of 
the ‘“Antiope, — which vessel was captured by the Japanese 
during the Russo-Japanese War. Captain Read joined Ameri- 
can-Hawaiian’s ‘“Missourian’’ as third mate in 1907, and was 
promoted to second mate and mate on the same vessel. He 
was also third mate and master in the Pacific Mail Steamship 
Company, in which service he circumnavigated the globe. Re- 
turning to American-Hawaiian in 1925, he was detailed to 
the “Oregonian” as mate, On numerous occasions being 
placed in temporary command. In 1928, Captain Read was 
made permanent master of the ““Ohioan.”’ 











The “Ohioan,”’ one of American-Hawaiian’s intercoastal 
freighters. Ships and masters of this fleet are sturdy upholders 
of the highest traditions of the American merchant marine, 
familiar through years of experience with the best methods of 
ocean transportation. 


AMERICAN-HAWAIIAN STEAMSHIP CO. 


Superior Coast-to- Coast Service 


Published weekly by THe Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
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GREAT 
WHITE 
FLEET 


Regular Freight and Passenger Service 
BETWEEN 
New York, New Orleans, Boston and San Francisco 
AND 
Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 


Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information’ Address: 
FREIGHT TRAFFIC DEPARTMENT 


Plier 3, North River, New York, N. Y. 





100i Fourth St., 111 W. Washington St., 
San Francisco, Calif. Chicago, Ill. 

Long Wharf, 321 St. Charles St., 
Boston, Mass. New Orleans, La. 


General Offices: One Federal Street, Boston, Mass. 


W arehousing— 
Three Blocks from 
Chicago's Loop District 


in the heart of the wholesale and retail jobbing district. 


Stocks carried for local and out of town distribution on 
a package basis. Rail shipments anywhere without 
extra cartage expense. 

Orders for shipment received by noon loaded in cars 
ready to move to destination the same day. 

400,000 square feet of clean, light, airy warehouse 
and office space—track space for 360 cars. Space and 
offices to lease. 





WESTERN 
WAREHOUSING COMPANY 


E. H. Hagel, Superintendent 
323 West Polk St., Chicago, Ill. 
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T Twelfth Boulevard and Washington 
Avenue—center of St. Louis’ develop- 
ment activity, where retail and wholesale 
shopping districts meet—is now being erected 
the remarkable Illinois Terminal Railroad Sys- 
tem station and industrial loft building. 

Adjoining is the downtown hotel district. Close 
by is the civic center with its new Plaza, and the 
financial district. Within a few blocks are the 
new homes of the St. Louis Globe-Democrat and 
the St. Louis Star and many other new business 
buildings. Altogether here is one of the choicest business 
locations in the city. 

Thirty feet underground the quiet, electrified lines of 
the Illinois Terminal Railroad System carry fast freight 
and passenger traffic over the McKinley Bridge to the 
East, with car-movements interchangeable with all other 
railroads. The latest ideas in rapid loading and unload- 
ing of cars are being utilized. Storage and handling of 
freight will all be concentrated on the lower floors; the 
upper floors reserved for manufacturers and distributors. 





MIDWEST 


¢ forST.LOUIS 


and the Great Territory 
It Serves 


All trucking costs on in-or- 
out-bound less-than-carload 
rail shipments are elimi- 
nated. Offices and stock 
rooms may be combined 
under one roof without 
sacrificing desirability of 
location for either. The 
mammoth loft and ware- 
house facilities avail- 
able make this building 
an ideal headquarters for merchandise distribution 
throughout the whole midwest territory. 

Besides the increased facilities and expedited serv- 
ice to be rendered, this new development opens an 
industrial territory not heretofore served by rail trans- 
portation. It adds another link to the great chain 
of St. Louis’ merchandise distribution advantages. 
Write for detailed information. Address the MIDWEST 
INDUSTRIAL TERMINAL Co., 1221 Locust St., St. Louts, 
Phone Central 5300. 
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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 


A permanent transportation institute, supported by 


all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





SUBSIDIZED TRANSPORTATION 


66 VERY form of transportation in existence today 

has been, is being, or will be subsidized,” said 
Major General Ashburn, head of the Inland Waterways 
Corporation, in an address at Pittsburgh last week. Of 
course, this is an admission that the government’s opera- 
tions on the Mississippi and Warrior rivers are subsi- 
dized—an admission that it has been pretty hard to 
extract, regardless of the obvious facts. Now that it is 
admitted, the matter can be debated solely on the issue 
as to whether subsidy is justifiable. 


Whether General Ashburn is correct as a prophet 
when he says that every form of transportation will be 
subsidized is for time to tell. When he says that every 
form of transportation has been subsidized, he refers, of 
course, to the land grants made to the railroads in the 
early days. There may be those who thought then or 
think now that those land grants were not justified, but 
they were made to induce transportation into an unde- 
veloped country; the transcontinental railroads would 
not have been built—at least for a long time—without 
them. Moreover, the land grants were merely advances 
of money; they are still being repaid by low rates on 
government shipments. That subsidy, whether one thinks 


it justified or not, was, at least, granted on logical reason- 
ing and business principles. 

But what of the government’s enterprise on the 
rivers? Can one say that more transportation facilities 
are needed and that, therefore, the government must fur- 
nish them? Is there any justification for this operation 
except the one that it offers low rates to favored shippers 
who can use it, or that could not be made for a govern- 
ment railroad between Chicago and New Orleans operat- 
ing at rates twenty per cent under the rates the privately 
owned competing railroads must charge? If it be justi- 
fied as an “experiment” to show what can be done in 
river transport, has it not lasted long enough as an 
experiment and ought not the government now to get out 
of the transportation business in competition with pri- 
vate capital and let private capital decide for itself 
whether the experiment has been of any value? 

We repeat that the government ought not to be in 
this business and that legitimate demand for the kind 
of transportation it has been furnishing will determine 
whether or not private capital would take its place. It is 
folly to talk about what the railroads have done in the 
past to river transportation ; those days are over. Under 
our system of regulation or whatever system one can now 
imagine as being set up in the circumstances, it would 
be impossible for the railroads to do anything they should 
not do with respect to waterway competition. The boot 
is on the other leg just now. 


RAIL AND MOTOR TAXES 


HE National Industrial Traffic League is circulating 

among its members the following editorial from the 
New York Journal of Commerce “as a contribution to 
the discussion of the taxes paid by motor vehicles and 
the railroads”: 


Increases in gasoline and automobile license taxes over the 
past few years have changed the relative burdens of taxation 
carried by the railroads and motor vehicles. According to 
statistics presented before the Ways and Means Committee of 
the House of Representatives in connection with the proposed 
excise tax on automobiles and trucks by the federal government, 
taxes paid on motor vehicles in 1931 aggregated $1,222,000,000, 
of which $524,000,000 was accounted for by gasoline taxes alone. 
Preliminary figures made public by the Interstate Commerce 
Commission indicate that the taxes paid by the railroads in 
1931 were roughly $307,000,000. It would appear, therefore, that 
the railroads were now paying less than one-third of the total 
taxes paid by motor vehicles. Furthermore, these totals are 
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not strictly comparable, as railroad taxation includes income 
taxes, while the motor vehicle total does not include whatever 
income taxes were paid by commercial users on income from 
their operation. It has been argued in behalf of the railroad 
industry that it is unfair to tax the railroads as long as the 
states provide to the competitors of the rail carriers, motor 
vehicles, a roadway without cost. Whereas the railroads must 
make a great investment in building and maintaining their right 
of way, the highways are provided by state and local govern- 
ments. 

Because of the great multiplication of gasoline and license 
taxes in recent years, the situation has changed. In a number 
of states the receipts from such taxes are now estimated to be 
materially in excess of the cost of servicing bonds issued to 
pay for highway construction. Therefore, owners of motor 
vehicles, through taxation, are paying out funds to cover the 
cost of financing their own roadways, the motor highways. To 
this extent there has been equaliation of the tax burden upon 
the two forms of transportation. 

The further question arises as to whether an additional 
burden should be placed on motor vehicles over and above the 
cost of financing highway maintenance. Whatever the funda- 
mental equity of the matter may be, the fact is that the rail- 
roads do bear such additional burden at the present time. In 
addition to paying for the financial charges arising from their 
investment in roadway, they pay taxes which go toward the 
general cost of the government. To correspond to such contri- 
butions to the general budget, motor vehicles would be expected 
to make a contribution over and above the cost of building 
and maintaining highways to correspond with the taxes paid 
by the rail carriers. This point has arisen and received care- 
ful discussion abroad at the hands of such students as Sir 
Josiah Stamp, while in this country also individual surveys of 
the taxation question from the point of view of equalization 
have pointed to a similar result. National policy with regard 
to automobile taxation must be based upon the decision as to 
whether or not the equalization of burden is to be made as 
between the two major types of transportation agencies. The 
present level of taxation, the figures cited above show, appears 
to accomplish such equalization, and perhaps more, through 
recent sharp increases in state gasoline taxes and license fees. 


The editorial, no doubt, is a “contribution” to the 
discussion, but it is an exceedingly weak and misleading 
one. We would not think it worth comment but for the 
fact that the Traffic League makes so much of it. It seems 
to us that, on its face, it is foolish. It compares the 
$307,000,000 in taxes paid by the railroads with $1,222,- 
000,000 taxes paid by the motor vehicles in the same 
period. Anyone with any knowledge whatever of this 
subject would realize that the two sums are not compar- 
able. The sum paid by the railroads was made up of real 
and personal taxes such as we all pay. The sum charged 
to the motor vehicles included not only such taxes, but 
also gasoline tax and license fees—which are the moneys 
paid by motor vehicles for their use of the highways. 
If a comparison is to be made at all, either the taxes 
paid by the railroads should be increased by the amount 
spent by them in road construction and maintenance, or 
from the motor vehicle “taxes” should be deducted gaso- 
line tax and license fees. 


These “taxation” comparisons are made ignorantly 
by some persons and, doubtless, with intent to deceive 
by others. The question is not how much the motor 
vehicles or the railroads pay in this or that sort of taxes 
as compared with each other but to what extent the 
motor vehicles should pay for the highways and whether 
they are doing it. The railroads, of course, pay for their 
own roadway. They also, to the extent that money paid 
by them in taxes is allocated to highway construction, 
help to pay for the roadway used by their motor vehicle 
competitors. 
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SHIPPER AND MOTOR REGULATION 


66 HE shippers are not complaining about the rates, 

rules or regulations of motor carriers,” said W. H. 
Chandler, of New York, testifying before the Senate com- 
mittee as to the Couzens motor regulation bill. 

Of course they are not. The shipper, like everybody 
else, wants all he can get for as little as possible. He 
likes the unrestrained competition of the motor truck 
with the railroad because he profits thereby ; at least, he 
sees an immediate profit, whatever he might see if he 
were more disposed to take the long look ahead. But 
does that end the matter? 
consideration of what is fair, and just, and sound? The 
railroad, on the other hand, does want motor truck regu- 
lation; but does that end the matter, either? Are these 
questions to be answered or even intelligently argued on 
the basis of narrow selfish interest? 


Whatever the railroad wants, whatever the shipper 
wants, whatever the motor vehicle operator himself 
wants, we believe it is becoming more clear every day 
to independent and disinterested thinkers that there must 
be an equalization of regulation as between competing 
railroads and motor vehicles. 


We would suggest to Mr. Chandler and other ship- 
pers who may agree with him that, if they do not want 
the motor carriers “to be surrounded with the red tape 
that now surrounds the railroads,” and do not want them 
“afflicted with traffic departments, accounting depart- 
ments, and other expenses which are not now felt neces- 
sary by the motor truck operators or the shippers who 
use them,” they do something to have these impediments 
removed from the railroads instead of insisting on a 
policy that leaves the railroads thus hampered while their 
competitors are unrestrained. 


EIGHTEEN HOURS, NEW YORK-CHICAGO 


Extra fares on all trains except the “Twentieth Century 
Limited” and the “Broadway Limited” will be abolished, effec- 
tive April 24, it has been announced by the New York Central 
and the Pennsylvania. They also announced that the “Broad- 
way” and the “Twentieth Century” would be placed on an 18- 
hour schedule between New York and Chicago on that date. 
Some twenty years ago the two roads maintained 18-hour 
schedules between Chicago and New York for a few years. 

All extra fares on a time basis will be eliminated, but the 
two 18-hour trains wfll carry an extra charge of ten dollars in 
addition to the regular fare. The present extra fare on the 
20-hour trains is $9.60. The “Century” and the “Broadway” will 
feature all the de luxe service of the two trains, according to 
the announcement, including valet, maid, barber and train 
secretary, with private room and lounge cars in addition to the 
most modern types of regular Pullman equipment. 

Under the new schedule, on daylight saving time, the 
“Twentieth Century” will depart from New York at 4 p. m., 
arriving in Chicago at 9 a. m., the following day. The “Broad- 
way” will leave Pennsylvania Station, New York, at 4:30 p. m. 
and arrive in Chicago at 9:30 o’clock, next morning. From 
Chicago, the “Broadway” will depart at 2 p. m., arriving in New 
York at 9 o’clock, next morning, and the “Twentieth Century” 
will leave Chicago at 2:30 p. m., reaching New York at 9:30 
a. m., next day. 


Supplementing the 18-hour service, there will be a fleet of 
fast passenger trains, operating in approximately 21 hours be- 
tween Chicago and New York. These trains will also carry 
certain extra features at no extra fare. All other 20-hour trains 
will run on approximately 21-hour schedules after the changes 
take effect. 
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Current Topics in 
Washington 





“Balancing the budget” is a new expres- 
sion in American public life. Europeans have 
used it for a long time. Hazy notions seem to 
prevail among a good many Americans as to 
why it is deemed so necessary that the budget 
be balanced. 

Aside from the question of national honor, it might be sug- 
gested, it is necessary to make receipts and expenditures equal 
each other to the end that the government will not be forever 
taking money out of the banks to pay its ordinary operating 
expenses. 

Banks, as organized in this country, have no direct re- 
sponsibility for the financing of the government’s operations. 
As a matter of fact, however, the national government has such 
a hold on the banks that they are forced to be ready at all 
times to discount the notes on hand of the Secretary of the 
Treasury. 

As soon as bankers are told that the head of the Treasury 
is going to call for a loan, they begin accumulating money. 
That means that they cannot lend as much to men who want 
to carry on business as if the government, through the pay- 
ment of taxes, were taking in enough cash to meet its require- 
ments from day to day. When the government is in the market 
for cash, everybody else, broadly speaking, has to keep out 
of the way. The banks have to be prepared to furnish cash 
for the non-productive business of the government because, 
otherwise, government bonds would do a nose dive in the finan- 
cial centers that would bankrupt their holders—savings banks, 
insurance companies, and other holders of fiduciary funds. 

So long as the government is not taking in as much as it 
is paying out, the banks are being drained to carry on its 
operations. Every day the government runs with an unbalanced 
budget its expenses are increasing, because interest is piling up 
on the founds it must borrow to carry on its ordinary opera- 
tions. 

Tax money comes from every person in the country. 
Money in the banks that can be used for carrying on business 
is the cash the relatively few fairly well to do have put there 
and will not need for a few weeks or months to pay their debts 
or current expenses. Therefore, tax money does not produce 
as acute a stringency in the banks as money needed to pay 
the operating expenses of the government. 


Why Budget 
Balancing Is 
Necessary 





The whirling dervishes of Washing- 
ton, as some thought of them, better 
known as the House of Representa- 
tives, lost some of their frenzy early 
in the week. Under the leadership of 
Speaker Garner, whose organization it 
repudiated by voting down the sales tax, the House rose to its 
feet at his behest as a sign that it desired to balance the badly 
cocked budget. 

Having stood up as a sign that their hearts were in the 
right place, the members, with a whoop, adopted large chunks 
of the Treasury Department program for raising more revenue. 
The chunks consist of what, for lack of a better name, have 
come to be called “nuisance taxes”—that is, taxes on lip sticks, 
passenger automobiles, trucks, pop, chewing gum, theater 
tickets, furs and things of that sort. In less than three hours 
they laid taxes calculated to raise $170,000,000 of the $600,000,000 
required to fill the hole left by their rejection of the sales taxes. 

While older observers of legislation gaped with amaze- 
ment, the members did not seem to think it notable that they 
then stood in the position of a controlling majority having 
repudiated the revenue legislation proposed by its elected 
leaders and taken up the tax program of the politically hostile 
Treasury administration in its place. 

No such revolution in American party politics had ever be- 
fore taken place. It is true that the Republican party, founded 
by Thomas Jefferson, came to be called Democratic, while what 
some think were the remnants of the old Federal party took 
the name of the old Jeffersonian party. The old Federalists 
dubbed the old Jeffersonians “democrats” hoping, thereby, to 
attach to them the odium of the bloody French revolutionists 
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with a view to having the country react adversely to the party 
of the pro-French Jefferson ‘because of the horror men felt on 
account of Danton, Robiespierre, and Barras. The Jeffersonians 
thought it a pretty fair name, so it stuck to them. They simply 
got a new label. 

But the switch this week, foreshadowed last week, was not 
a mere changing of names. It was a substitution of one party’s 
plan for another’s without the vote of the country commanding 
a change. It was not, of course, as great a change as would be 
the switching of the Republican party from the theory of 
protective tariffs to revenue only tariffs, or the other way about, 
the Democratic party becoming protectionist. It was, however, 
more protound than the revolution of March 17, 1910, when 
Norris and Garner, with their coalition, unhorsed Speaker Can- 
non and then refused to accept the responsibility of carrying 
on the work of the House. 

For a while before the House, sitting as a committee, voted 
the “nuisance taxes” into the revenue bill, it looked as if it 
had joined the coterie of rudderless legislative bodies, the most 
conspicuous of which, in the eyes of students of political affairs, 
was the Italian parliament. Its futility constrained Mussolini 
to set up responsible party government of a sort most Amer- 
icans have denounced—probably because, up to this time, their 
Congress had not become so helpless as its Italian counterpart 
was supposed to be. But when the House, again following 
Garner, Crisp, and Rainey, voted to balance the budget by 
approving the proposals of its supposed political enemy, it 
seemed to realize its responsibility. For the time being, at 
least, according to the view of many, it seemed determined 
not to devote all its time to angling for votes by bawling out 
that it was keeping burdens off the backs of poor men by smash- 
ing the plans of its leaders. 

Some day, optimists believe, the poor man will realize 
that every dollar of public money appropriated for useless or 
extravagant things is waste, a share of which will be a burden 
on him, be it soldier bonus or river and harbor “improvement,” 
more often than not in the form of lack of employment because 
there is no capital for productive things. 





Nearly nine years ago—on May 14, 1923, 
to be precise—the Commission allowed to 
become operative J. H. Glenn’s Port South- 
eastern Tariff No. 2, I. C. C. No. A-405. 
That tariff carries on its title page this 
heartening promise: 


Why Traffic 
and Tariff Men 
Lose Their Hair 


“ Only three supplements to this tariff will be in effect at any 
ime. 

All over that title page are scattered many rubber stamp 
legends, in varying shades of purple, to the effect that other 
supplements have been filed, operative on certain days. Surely, 
an innocent might believe, after he had read the initial promise 
of 1923, saying that not more than three supplements would be 
in effect at any one time, that the evil practice of eating promises 
as if they were pie crust went out of style after the Pragmatic 
Sanction of Charles VI, whereby he hoped to keep his empire 
intact for Maria Theresa, his daughter, notwithstanding the 
salic law had been chewed up by about a dozen of the signa- 
tories thereto. Among them was that eminent Hohenzollern 
known as Frederick the Great. But, as usual, the innocent 
would be wrong. 

The promise-eating custom has continued to this day. 
Treaties are still “scraps of paper,’ as they were in 1914. It 
has extended to freight tariffs. 

Supplement No. 286 of this Glenn tariff, effective so lately 
as March 23, 1932, on its title page contains this alluring 
language: 


Supplements 59, 107, 117, 126, 150, 210, 216, 234, 244, 245, 253, 256, 
261, 272, 275, 282, 284, 285, 286 (supplements containing additions and 
changes) and 131, 135, 162, 183, 191, 193, 194, 248, 249, 250, 265, 267, 
269, 270, 276, 280, 281, 283 (supplements containing other matter) 
contain all changes. 


It is worth noting that the first of the congeries of sup- 
plements still in effect are shown in a parenthetical expression 
as “supplements containing additions and changes,” while the 
second assembly of supplements are shown as containing “other 
matter.” Both groups purport to contain “all changes.” And 
this is the era of “simplified tariffs!” 





Four senators, more or less spe- 
cializing in the initiation of investi- 
gations advertised to be greatly in 
the public interest, find that four of 
their brain children have gone lame. The lameness is shown 
in the fact that the Federal Trade Commission has been forced 
to furlough 100 of its employes, as of April 1, through lack of 
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appropriations to continue them on the investigation pay roll. 
Unless the senators who got that commission to start the in- 
quiries that were supposed to do so much for “the public” 
bestir themselves and get $70,000 for the trade body, the 100 
employes will not do anything for the “public good” until after 
July 1. On that day the trade body’s regular appropriation 
will become availabe. 

The inquiries that will lag, unless $70,000 is produced, are 
the much vaunted ‘power trust” inquiry, provided for on resolu- 
tion of Senator Walsh, of Montana; the probe into chain stores, 
fostered by Senator Brookhart, of Iowa; sniffing into the sup- 
posed dark places in the cement industry, promoted by Senator 
Norris, of Nebraska; and, finally, the exploration of the building 
materials industry, undertaken on a resolution of Senator Ship- 
stead. Each of these senators is a mighty protector of the 
public interest. 

The trade body asked for an anticipation of its next appro- 
priation to the extent of $70,000. But Congress, of which the 
senators mentioned are members, has, thus far, failed to come 
to the front with an appropriation to keep the moves in the 
public interest stepping along. Seventy-one of the furloughed 
100 were at work on an examination of the bad things that 
make chain stores tick. 





Though the Shanghai international 
municipal council is and has been under 
heavier obligations than usual on account 
of the Sino-Japanese argument with sul- 
phur and picric acid, it is believed that 
it will be able to balance its budget for 
the coming year “without increasing the tax rates.” So reports 
Julean Arnold, commercial attache at Shanghai, to the Depart- 
ment of Commerce. Economies and the favorable rate of ex- 
change are expected to accomplish a result the like of which 
has made Milwaukee famous among American cities. 

The United States was the leader in the foreign trade com- 
ing into Shanghai in 1931. Americans supplied 22 per cent of 
the foreign goods brought into the international city. Japan, 
much nearer to Shanghai than the United States, supplied only 
20 per cent, the figures indicating that, perhaps, there is solid 
foundation for the Japanese claim that the Chinese have been 
boycotting Japanese goods.—A. E. H. 


THE URGE TO RULE 


(By Thomas F. Woodlock, in the Wall Street Journal) 


Men’s motives are usually a mixture. It is seldom that they 
are simple. In the attempt of Congress to control “holding 
companies” owning railroad stocks it is easy to discern more 
than one impelling consideration. Notwithstanding the com- 
plete control now exercised by the Interstate Commerce Com- 
mission over all the important actions of rail carriers, there 
is, perhaps, some reason, or at least excuse, for a feeling upon 
the part of Congress and its creature that in some way or 
another that control may be defeated, at least in part, by com- 
binations of ownership in holding companies and that it is 
necessary to control those ownerships. So much may be ad- 
mitted. 

But it is impossible to avoid the conclusion that the dom- 
inant motive is much more fundamental. It is the intense 
jealousy that “bureaucracy” feels toward all power, political, 
economic or social, which seems to be independent of and out- 
side its immediate authority that furnishes the main impulse 
in this case. To the four things that Solomon enumerated 
whose appetite is insatiable must be added bureaucracy as a 
fifth; never does and never will it say of its power, “it is 
enough!” It is not in its nature to do so. 

Of holding companies, as such, of their uses and abuses, 
much may be said for and against, as, indeed, may be said of 
all corporations. That debate, however, is in a field quite other 
than the debate concerning the regulation of common carriers, 
and it is in the common carrier field that the present discus- 
sion is in progress. It is a question of common carrier regula- 
tion that is before the house. It is not a question of anti-trust 
laws; it is not a question of the general statutes of corporations; 
it is not a question of protection for investors; it is purely a 
question of railroad regulation having for its object the proper 
protection of the traveling and shipping public. 

And the question in its essence is whether, in addition to 
controlling all the actions of the railroad carriers in their rela- 
tion with those who use railroad service, the Congress, through 
its creature, the Commission, shall have the right to say who 
shall and who shall not own railroad stocks. The logic which 
gives the Commission power to say to a holding company that 
it shall not own a certain railroad stock, says with equal force 
the same thing to an individual. Whether under our form of 
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government this logic can actually be applied to both—or either 
—is not the point; the point is in the attempt to assert and 
apply that logic. 


Lust of power easily disguises itself in a passion to reform 
other people. It is easy to convince onself that a hatred of 
certain people is really love for all people, for “humanity,” 
and that to pull down some people is to raise all people. All 
the things that one wants to do present themselves to one sub 
specie bonitatis and the urge to use power placed in one’s hands 
for one purpose to accomplish another “good” purpose, is a 
temptation that assails everyone who wields that power. Un- 
usual fortitude and clear vision are needed to resist the temp- 
tation and one should perhaps not be too hard upon those who 
yield to it. It is indeed profitable to ask ourselves whether 
we should do any better were we so placed! Nevertheless, in 
a country whose fundamental principle of government is that 
laws and not men shall rule, no greater danger can threaten in 
time of peace than that of bureaucracy yielding to that primal 
lust. And be it remembered that lust grows with power. Never 
does power say, “it is enough!” 


Either we want to continue railroad transportation in private 
ownership, private initiative and private management or we do 
not. Thus far we have proceeded upon the purported assump- 
tion that we do. That was the proclaimed purpose of the trans- 
portation act and the present debate is professedly being con- 
ducted within the province of that act. But the spirit in which 
it is being conducted is one which seemingly ignores the sea- 
change which has come upon the industry in the past two or 
three years, whereas it is of the first importance to recognize 
that there has been this change, and to re-orient in toto our 
national policy to accord with it. In such a reorientation de- 
thronement of the fetish of “competition” is the first requisite. 
Yet whatever there is of logic in this “holding company hysteria” 
—so far as it affect rail carriers—is no more than a resurgence 
of the ancient liturgy chanted before that idol. 


It cannot be too often or too strongly emphasized that we 
can not afford a railroad system competitive within itself to 
anything like the extent apparently contemplated in the con- 
solidation provisions of the act. The business of the country 
will not support it. To attempt to enforce competition of this 
sort will be merely to asphyxiate private capital and private 
initiative and land us in the morgue of government ownership, 
where both competition and initiative will be no more, and the 
last state of the traveler and shipper will be the worst yet 
experienced. Nothing is more certain. There may be those 
who regard this price as none too high to pay for revenge upon 
some individuals; if so they might be frank enough to say so 
and we should then know where we were. But it behooves 
those who are not prepared to pay the price, and who suppose 
that they can still worship at the idol’s shrine and escape its 
payment, to open their eyes and realize what they are doing. 

Can we not see what has happened to our railroad industry? 
We talk much about the new competition and there is plenty 
to talk about. But that is not the main problem. The main 
problem is volume of traffic in relation to plant available for 
service. We have a plant with much obsolescence—deadwood, 
in fact—in track, buildings and rolling stock, which should be 
cleared without delay. We are facing a future which holds no 
such prospects of growth in traffic—for several years, at all 
events—as we have always relied upon in past periods of 
“depression.” For two generations we have been able to count 
upon continued large and heavy construction in connection with 
new and expanding industries, and it was this that built up 
our railroads. Whence is to come, in the next three to five 
years, new construction in volume approaching that of the past? 
Since 1920 we have had the motor industry and the power 
industry to make traffic for the rails; what counterpart to this 
may we expect in the next five years with the world as it is? 


Consolidation, economy, abandonment of inter-railroad com- 
petition, abandonment of useless track and buildings—these are 
the urgent needs of the time. Congress is wasting precious 
time on “holding companies”; it would better use it to purge 
the law of the “recapture” provisions and clear the way for 
effective consolidations. 


SUBSTITUTES FOR SECTION 15A 


The House committee on interstate and foreign commerce 
met in executive session this week to draft a substitute for 
section 15a of the interstate commerce act. It was indicated 
that probably a week would elapse before a conclusion would 
be reached as to the final form of the bill to be agreed on by 
the committee. There were reports that the 15a bill and the 
holding company bill would be merged but Chairman Rayburn 
said that while such a proposal had been made there had been 
no decision to handle both proposals in one measure. 
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Decisions of Interstate Commerce Commission 





BANANA ADJUSTMENT 


The Commission, in I. and S. No. 3567, bananas and coco- 
nuts from Gulf ports to Oklahoma and Texas, I. and S. No. 3608, 
bananas and coconuts from Gulf ports to Casper, Wyo.; No. 
23765, B. W. Randolph, Inc., vs. G. C. & S. F. et al.; a sub- 
number, Fort Worth Wholesale Grocer-Produce Co. vs. Same; 
and fourth section application No. 14290, has required, among 
other things, the railroads to establish rates on bananas and 
coconuts, from Galveston, Tex., New Orleans, La., and New 
Orleans subports, to destinations in Texas; from Galveston to 
Hugo, Okla.; and from El Paso, Tex., Galveston and other Texas 
ports, and from New Orleans to Casper, Wyo., not in excess of 
the column 45 rates resulting from Consolidated Southwestern 
Cases, 123 I. C. C. 203, with absorption of all charges at the 
ports to the same extent as under the present rates. These 
rates are to be established not later than June 1. The mini- 
mum is to be 25,000 pounds. 

In addition the carriers are required to establish, not later 
than June 1, rates to Casper, Wyo., not exceeding $1.70 from 
New Orleans, and $1.60 from El Paso, Galveston and other Texas 
gulf ports. Those specific rates are also to provide for the 
absorption of all charges at the ports to the same extent as 
those charges are absorbed under the present rates. Fourth 
section relief has been denied in fourth section No. 10890, 
bananas and coconuts, imported from New Orleans and sub 
ports, also Texas ports to points in Texas. The denial relates 
to intermediate points in Oklahoma. The Commission said re- 
lief was not required as to intermediate Texas points. 

Proposed changes in rates, routing, regulations, and prac- 
tices on imported bananas and coconuts, in straight or mixed 
carloads, from Galveston, New Orleans, and New Orleans sub- 
ports, to destinations in Texas; from Galveston to Hugo, Okla.; 
and from El Paso, Galveston and other Texas ports, and from 
New Orleans, to Casper, Wyo., have been found not justified. 
The suspended schedules are to be canceled. 

Past and present rates on the banana and coconut traffic 
before described from Galveston and New Orleans to Austin 
and Fort Worth, Tex., have been found unreasonable. Repara- 
tion has been awarded on traffic to those points to the basis of 
the column 45 rates within the limits of the Commission’s rep- 
aration power as determined in Arizona Grocery Co. vs. A. T. 
& S. F. et al, decided by the Supreme Court of the United 
States, January 4, 1932. 

According to the Commission’s report the paramount ques- 
tions in the suspension proceedings were whether the rates on 
the commodities mentioned prescribed in Southern Produce Co. 
vs. D. & P. S., 165 I. C. C. 423, and in the Southwestern Revision 
were intended to apply from shipside by absorption of charges 
at the ports to the same extent as under the present rates; 
and, if so, whether they would be reasonable maximum rates 
for such application. Under the suspended schedules, the re- 
port said, certain port charges aggregating from $13.50 to about 
$17 on an average carload of 21,600 pounds and which were now 
absorbed by the carriers out of their present line-haul rates, 
would be imposed upon the shippers. 

The complaints alleged that the rates on bananas and co- 
conuts, in straight or mixed carloads, from New Orleans and 
Galveston to Austin and Fort Worth, were unreasonable. 

The Commission said that the railroads in publishing the 
rates in purported compliance with the Southern Produce case 
and Chamber of Commerce, Casper, Wyo., vs. A. T. & S. F.,, 
172 I. C. C. 759, specifically provided that they would not in- 
clude the cost of loading, wharfage, or other terminal charges 
at ports, except that switching charges would be absorbed only 
to the same extent as on domestic traffic. 

Questions of port relationship were raised in connection 
with the proceedings. The railroads were divided on the ques- 
tion as to whether the rates were intended to be from shipside, 
which would include absorption of port charges, or were in- 
tended to be in addition to the port charges. The Illinois Cen- 
tral, Yazoo & Mississippi Valley, Louisiana & Arkansas, and 
Louisiana, Arkansas & Texas, all those shown as participating 
in the suspended schedules, were represented at the hearings 
as protestants. The Commission said that subsequent events 
denoted that the views of these lines were now shared by the 
Texas & Pacific. 

Commissioner Lewis, dissenting, said that he could not 
agree that column 45 rates were reasonable from the ports. He 


said that that basis was less than reasonable when applied to 
shipside. Commissioner Mahaffie noted a dissent. 


RAIL BARGE COTTON 


The Commission, by division 4, in a report written by Com- 
missioner Eastman, in I. and S. No. 3399, cotton and cotton 
linters from southern and southwestern states to New Orleans, 
La., and Mobile, Ala., via rail and barge line, and No. 23188, 
Inland Waterways Corporation, operating Mississippi-Warrior 
Service et al. vs. A. & S. et al., has found not justified proposed 
rail-barge rates on cotton and cotton linters, from points in 
Oklahoma and northern Texas to New Orleans, but without 
prejudice to the publication of new rates from Oklahoma in 
accordance with findings made in the report. 

The Commission has found justified, with exceptions, pro- 
posed rail-barge rates on cotton and cotton linters from points 
in the south to New Orleans and Mobile. The exceptions are 
rates from points in western Tennessee and Kentucky to Mobile 
via Memphis, Tenn., and New Orleans and rates which result 
in departures from the long-and-short-haul part of the fourth 
section. The findings, however, are without prejudice to the 
publication of rates meeting the views of the Commission. 

The government barge line’s formal complaint has been 
dismissed, the Commission finding that the establishment of 
additional through rail-barge routes and joint rates from points 
in the south and southwest to New Orleans and Mobile not 
necessary nor desirable in the public interest. 

Commissioner Eastman said that the question presented in 
this proceeding was what routes and rates, if any, should be 
established in addition to those already in effect via rail and 
barge. He said that a considerable number of rail-barge rates 
from the south and southwest to New Orleans and Mobile had 
been established from time to time as the result of action by 
the Director General of Railroads in the period of federal con- 
trol or subsequent voluntary negotiations between the barge 
line and its rail connections. Other rates, he said, were pre- 
scribed in Inland Waterways Corporation vs. A. G. S., 151 I. C. C. 
126. Still wider participation in through routes and joint rates, 
he said, was obtained by the barge line under the Denison act, 
in Through Routes and Joint Rates, 153 I. C. C. 129, herein 
referred to as Ex Parte No. 96. 

In the schedules under suspension it was proposed to estab- 
lish rail-barge rates from points in the southwest to New Orleans 
and from points in the south to New Orleans and Mobile in 
compliance with the order in Ex Parte No. 96. Organizations 
representing commercial interests of Houston, Galveston, and 
other Texas ports cities, the Santa Fe and its system lines, also 
the Katy, protested the proposed rates from the southwest to 
New Orleans. The Mobile Chamber of Commerce protested 
those from the south to Mobile and New Orleans. 

After the proposed rates were suspended the barge line, 
according to Commissioner Eastman’s recital, filed its formal 
complaint seeking establishment of through rail-barge routes 
and joint domestic and export rates over such routes on cotton 
and cotton linters to New Orleans from the southwest and to 
Mobile and New Orleans from the south, to cover a territory 
much broader than that embraced by the Commission’s order in 
Ex Parte No. 96. The barge line contended, in connection with 
that complaint, among other things, that the railroads in refus- 
ing to join them in the proposed routes and rates were unduly 
prejudicing it and unduly preferring their rail connections. 


To a considerable extent the proceeding became a question 
of port relationships with the Louisiana ports on one side, 
Texas ports on the other, and Memphis urging the establish- 
ment of rates that would result in a larger use of its cotton 
market which Memphis warehousemen and compress operators 
said was the largest inland cotton market in the world. 


The opposition on the part of Texas ports and the south- 
western railroads allied with them, Commissioner Eastman 
said, was based on the ground that, distance considered, the 
rates proposed from northern Texas in particular were unrea- 
sonably low compared with the rates to the Texas ports; that 
the economies of barge transportation were insufficient to jus- 
tify the differentials employed in constructing the rail-barge 
rates; and that the suspended rates would deprive the Texas 
ports of their natural advantages of location with resulting un- 
due prejudice to them and undue preference of New Orleans. 
The Texans, he said, also pointed out many fourth section vio- 
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lations which would occur at points of origin and at interchange 
points if the suspended rates were to become effective. The 
Texas ports, he said, asked that no lower rail-barge rates be 
established on cotton from points in northern Texas and Okla- 
homa to New Orleans than the contemporaneous all-rail rates 
from the same origin points to the Texas ports. 

Commissioner Eastman, in his report, ignored reductions in 
cotton rates made within the past few months by rail carriers 
on account of truck competition. He said that for the most 
part these rates were published with expiration dates and were 
regarded as emergency rates. He said they were not taken into 
account in the findings in this report. 

The finding of non-justification as to rates from points in 
Oklahoma and Texas to New Orleans was without prejudice to 
the filing, on not less than 10 days’ notice, of schedules pub- 
lishing rates from points in Oklahoma to New Orleans based 
on the rate-making formula set forth in Through Routes and 
Joint Rates, 153 I. C. C. 129, applied to the present all-rail 
rates, over rail-barge routes required by the decision which is 
otherwise known as Ex Parte No. 96. 


The finding of justification of rates to New Orleans and 
Mobile was with exception of the rates from points in western 
Tennessee and Kentucky on the N. C. & St. L. to Mobile pub- 
lished for application over routes via Memphis and New Or- 
leans and rates which resulted from departure from the long- 
and-short-haul provision of the fourth section. The condemna- 
tion of those excepted rates, however, was without prejudice to 
the filing on not less than 10 days’ notice of schedules publish- 
ing rates from points on the N. C. & St. L. to Mobile via Bir- 
mingport, Ala., on the basis of the Ex Parte No. 96 formula 
through that port of interchange, rates over rail-barge routes 
to New Orleans via Mobile which should not be lower than all- 
rail rates to Mobile, and rates over rail-barge routes to Mobile 
via Birmingport and Holt, Ala., which should not exceed rates 
over the rail-barge routes to New Orleans via Birmingport and 
Holt and should not be lower than all-rail rates to Birmingport 
and Holt. 


OIL WELL STUFF COMPLEXITIES 


The Commission, after further hearing, in No. 14760, 
Parkersburg Rig and Reel Co. vs. Chicago, Rock Island & Pacific 
et al., a sub-number, Same vs. M. P. et al., No. 12056, Same vs. 
Director General et al.; No. 13506, Same vs. St. L.-S. F. et al.; 
No. 14906, Same vs. M. K. & T. et al. and a sub-number, Same 
vs. C. & N. E. et al.; No. 16454, Same vs. Osage Railway Co. 
et al.; No. 20305, Same vs. B. & O. et al.; No. 20601, Same vs. 
Same, and No. 21844, Same vs. Same, has made another effort 
to dispose of the question of rates on things used in the drilling 
of oil wells for the future. It has also passed upon questions 
of reparation on shipments made as far back as 1917. New 
rates have been prescribed, subject to emergency charges, effec- 
tive not later than June 9, to Kansas points. Rates to other 
destinations approved in these cases Were those prescribed in 
the Consolidated Southwestern cases, 123 I. C. C. 203. 

This report was written by Commissioner Lewis, who had 
charge of the Consolidated Southwestern cases, in which the 
Commission definitely introduced into the business of rate- 
making columns of rates related in percentages to the first class 
rates. The findings in these cases combine columns and per- 
centages further complicated with differentials of definite sums, 
circuity tolerances, bases of reparation differing from bases of 
rates for the future and different periods in which rates applied. 
To a large extent the tenth supplemental report in the Con- 
solidated Southwestern case was the foundation from which 
determinations in these cases took their departure. Some of 
the nomenclature in use when class rates were numbered in- 
stead of columned and percentaged was also used in the find- 
ings in this combination of complaints. Further hearing was 
had, according to the report, upon one complaint, No. 13537 
(not further defined), which was not reopened. 

Briefly summarized, Commissioner Lewis said, the complain- 
ant alleged that the all-rail rates on designated oil-well supplies 
and on rig irons, in mixed carloads, from Parkersburg to points 
in Oklahoma and to one Texas point, and, in straight or mixed 
carloads, to Kansas points, and on straight carloads of rig irons 
to Arkansas, Texas, Oklahoma and Louisiana west of the Missis- 
sippi and from two points in Texas to Parkersburg, had been, 
were, and would be in violation of sections 1, 3, 13 and the 
long-and-short haul part of section 4. 

One of the questions was as to whether the amended sec- 
tion 206 (f) of the transportation act, providing that the period 
of federal control should not be counted as part of the periods 
of limitation to causes of action arising prior to that control, 
could be applied to revive a reparation claim against the Direc- 
tor General of Railroads. Adhering to Lindeteves-Stokovis vs. 
Director General, 144 I. C. C. 672, the Commission said that it 
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could so revive a claim, Congress having the power to “lift a 
stale claim against it (the government) out of the bar of a 
statute of limitations, and had done so in that case.” There- 
fore, it said, all the 1918 shipments were within the enlarged 
period of limitation and effectively embraced in No. 12056. 

On the questions of rates for the future and reparation, 
the Commission made findings except the formal award of rep- 
aration, as follows: 


1. We find that the assailed rates on oil-well supplies and rig 
irons, in mixed carloads, from Parkersburg to destinations in Okla- 
homa and to Spearman, Tex., and the assailed rates on rig irons, in 
carloads, from Parkersburg to destinations in Arkansas, Louisiana 
and Oklahoma (including Shidler) and to Spearman and the destina- 
tions in Texas designated in No. 14906, and from Parks and Moran 
to Parkersburg, are and for the future will be unreasonable to the 
extent that they exceed or may exceed those respectively prescribed 
or approved therefor in the aforesaid tenth supplemental report in 
Consolidated Southwestern Cases for application from and to the same 
points. 

2. We further find that the assailed rates, as applied to com- 
plainant’s shipments of oil-well supplies and rig irons, in mixed 
carloads, from Parkersburg to destinations in Oklahoma and to Spear- 
man, were unreasonable to the extent that they respectively exceeded 
the column 45 rates prescribed in Consolidated Southwestern Cases, 
123 I. C. C. 203, for application from and to the same points, subject 
to the circuity-tolerance provisions of the finding below numbered 6. 

3. We further find that the assailed rates, as applied to com~- 
plainant’s shipments of rig irons from Parkersburg, in carloads, 
except shipments to Kansas, were unreasonable to the extent that 
they respectively exceeded the column 40 rates prescriped in Con- 
solidated Southwestern Cases, 123 I. C. C. 203; 139 I. C. C. 535, for 
application from and to the same points, subject to the circuity- 
tolerance provisions of the finding below numbered 6: Provided; That 
as to shipments which originated before July 1, 1922, or August 26, 
1920, respectively, the general percentage changes should be taken 
into account. 

4, With respect to carload rates on oil-well supplies and rig irons 
from Parkersburg to destinations in Kansas we find as follows: 

(a) That the assailed rates on oil-well supplies, in straight or 
mixed carloads, or in mixed carloads with rig irons, are and for the 
future will be unreasonable to the extent that they respectively 
exceed or may exceed rates equal to 42.5 per cent of the present 
first-class rates applicable from and to the same points, carload 
minimum weight 36,000 pounds, subject to the rule for disposition of 
cn ante prescribed in Consolidated Southwestern Cases, 123 I. C. C. 


(b) That the said assailed rates, as applied to complainant’s ship- 
ments of the articles next above named, made prior to the establish- 
ment of rates pursuant to the finding in the preceding subparagraph 
(a) hereof, were, are, and will be unreasonable to the extent that 
they have exceeded or may exceed through rates per 100 pounds 
made by combining differentials of 33 cents, 32 cents, and 30 cents, 
Parkersburg to St. Louis, respectively, with the column 45 (class A) 
factors published in Agent Johanson’s tariff I. C. C. No. 2008 for 
application from St. Louis to the destinations in Kansas Groups A, 
B and C defined in Appendix 14, Consolidated Southwestern Cases, 
123 I. C. C. 203, carload minimum weight 36,000 pounds, subject to 
the circuity-tolerance provisions of the finding below numbered 6: 
Provided, That as to shipments which originated before July 1, 1922, 
or August 26, 1920, respectively, the general percentage changes 
should be taken into account. 


(c) That the assailed rates on rig irons, in carloads, are and 
for the future will be unreasonable to the extent that they respectively 
exceed or may exceed rates equal to 38 per cent of the present first- 
class rates applicable from and to the same points, carload minimum 
weight 40,000 pounds, subject to the rule for disposition of fractions 
prescribed in Consolidated Southwestern Cases, 123 I. C. C. 203, 457. 

(d) That the assailed rates, as applied to complainant’s ship- 
ments of the articles next above named, made prior to the estab- 
lishment of rates pursuant to the finding in the preceding subpara- 
graph (c) hereof, were, are, and will be unreasonable to the extent 
that they have respectively exceeded or may exceed through rates 
per 100 pounds made by combining differentials of 30 cents, 28 cents, 
and 26 cents, Parkersburg to St. uis, respectively, with the column 
40 (fifth class) factors published in Agent Johanson’t tariff I. C. C. No. 
2008 for application from St. Louis to the destinations in Kansas 
Groups A, B and C defined in the aforesaid Appendix 14, carload 
minimum weight 40,000 pounds, subject to the circuity-tolerance 
provisions of the finding below numbered 6: Provided, That as to 
shipments which originated before July 1, 1922, or August 26, 1920, 
pn laa the general percentage changes should be taken into 
account. 


5. We further find that the assailed rates on rig irons, in car- 
loads, as applied to complainant’s shipments from Parks and Moran 
to Parkersburg, were unreasonable to the extent that they respec- 
tively exceeded the column 40 rates prescribed in Consolidated South- 
western Cases, 123 I. C. C. 203, 139 I. C. C. 585, for application from 
and to the same points, subject to the circuity-tolerance provisions 
of the finding below numbered 6. 

6. We further find (1) that (a) as to each shipment routed by 
the shipper over a route less than 15 per cent longer than the shortest 
then existing route over which carload traffic could have been trans- 
ported without transfer of the lading, (b) as to each shipment routed 
by the shipper over the shortest route over which the tariff rate 
applied, provided that the initial carrier therein was also the initial 
carrier in a route less than 15 per cent longer than the said shortest 
then existing route, and (c) as to each shipment not routed by the 
=~ in a case in which the initial carrier was a party to the 
tariff rate over any route less than 15 per cent longer than the said 
shortest then existing route, reparation should be based upon the 
rate hereinabove prescribed for that purpose; and (2) that in all 
other cases the rates to be used for reparation purposes should be 
10 per cent higher than those hereinabove so prescribed. 


Commissioner Farrell, with whom Commissioner McMan- 
amy agreed, said he thought that the rates found reasonable 
for use as bases of reparation should not exceed those found 
reasonable where reparation was not involved. 

Commissioner Lee concurred except in the awards of rep- 
aration. 
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Commissioner Aitchison dissented from the finding of un- 
reasonableness upon which the award of reparation was made. 

Commissioner Brainerd said that in the tenth supplemental 
report in the Consolidated Southwestern cases he dissented 
from the finding that column 42.5, minimum 36,000 pounds, 
would be reasonable for future application on oil-well supplies. 
He again dissented on that point in these cases. He said he 
was also of the opinion that the measure of damages. adopted 
for reparation did not accord the complainant full compensa- 
tion for the injuries sustained. 


W. M. STOCK TRUSTEED 


The Commission, in No. 21032, Interstate Commerce Com- 
mission vs. Baltimore & Ohio Railroad Co., in a supplemental 
report, has approved the Chase National Bank, New York, as 
the trustee to hold the stock of the Western Maryland, which, 
in its decision in this case, 160 I. C. C. 785, it found the Balti- 
more & Ohio had acquired in violation of the Clayton anti-trust 
act. The Baltimore & Ohio was directed to divest itself of the 
stock so acquired. The operative date of the order was ex- 
tended several times but it became effective January 13. The 
last order of extension directed the transfer of the stock to a 
trustee. 

In compliance with that order the Baltimore & Ohio nom- 
inated the bank mentioned to act as trustee under a trust agree- 
ment providing, among other things, for the giving of a proxy 
to the trustee irrevocable until the end of the trust, the proxy 
so limited that the stock could not be voted for the acquisition 
of control of the Western Maryland unless authorized by a court 
of competent authority or by the Commission. At all times, the 
agreement provides, the stock shall be voted so as to preserve 
the entire independence of directors and management between 
the two railroad companies and to prevent the election of com- 
mon officers or directors by the companies without the Com- 
mission’s consent. Provision is also made for the transfer of 
the stock to any person or corporation not prohibited by the 
terms of the Commission’s order of January 30, 1930, the day 
when the acquisition of the stock was declared to be in violence 
of the Clayton law. Such a transfer would terminate the trust. 

The agreement also provides that if and when the Balti- 
more & Ohio shall be authorized by the Commission’s order to 
acquire control of the Western Maryland, or to cause it to be 
leased, consolidated, merged or otherwise become a part of the 
Baltimore & Ohio system, then immediately upon the delivery 
of a certified copy of the Commission’s order the bank shall 
transfer to the company its interest in the trusteed stock or 
such part thereof as shall then be in its possession and subject 
to the trust, when the trust is to cease. 

Upon the condition that there be full compliance with all 
the terms and conditions of the agreement by the parties 
thereto the Commission has approved the agreement and the 
nomination of the Chase National Bank as the trustee. An or- 
der of approval was issued providing further that the cause 
should be held on the Commission’s docket for such further 
order or orders as might be deemed proper. 


LIMESTONE FROM INDIANA 


The Commission, in No. 19656, James O’Meara et al. vs. Bal- 
timore & Ohio et al., upon further hearing, has modified the 
findings of division 4 in 157 I. C. C. 785, as to the rates on lime- 
stone, in blocks, rough quarried, scabbled, and in slabs, sawed 
four sides or less, carloads, from points in the Bedford district 
of Indiana, to Baltimore, Md., and Washington, D. C. The issue 
was as to the spread between rates on the rough and the dressed 
stone. 


In this report the Commission found that the rates assailed 
on rough stone were and for the future would be unduly preju- 
dicial to the extent that they might exceed 5 cents less than 
those contemporaneously maintained on dressed stone. Rates 
on that basis, plus the emergency charges authorized in the 
Fifteen Per Cent Case, 1931, are to be established not later than 
June 20, on a minimum of 40,000 pounds. The rate on rough 
stone is not to exceed 32 cents. 

In the prior report, division 4 found that the rates on the 
rough quarried limestone and in slabs, sawed on four sides or 
less, from points in the Bedford district to Baltimore, Md., and 
Washington, D. C., would be unreasonable to the extent they 
exceeded 30 cents, minimum 40,000 pounds, and unduly preju- 
dicial to the extent that they exceeded 80 per cent of the rates 
contemporaneously maintained between the same points on 
limestone sawed on more than four sides but not carved, let- 
tered, polished or traced. 

Upon petition of the Bedford Stone Club, an intervener in 
the case, the requirement that rates on rough stone be not in 
excess of 80 per cent of the contemporaneous rates on dressed 
stone was eliminated from the order, and the case was set for 
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further hearing. The state of Indiana and the Indiana State 
Chamber of Commerce intervened in the case. They and the 
Bedford Stone Club opposed any spread between the rates on 
rough and dressed stone. Later, upon a petition of the inter- 
veners and defendants, the case was reopened for further hear- 
ing on all issues. The orders reopening the case made no 
change in the requirement of division 4 that a rate of 30 cents 
be established on rough stone, and it became effective March 
20, 1930. A rate of 37 cents, which had applied on both rough 
and dressed stone prior to that date, remained applicable on 
dressed stone. 

In disposing of the case the Commission said that in con- 
sideration of the transportation characteristics of the rough 
stone here in question with the so-called dressed stone, the dif- 
ference in value, the susceptibility to damage in transit, the 
services required in loading, and the volume of movement, this 
record was convincing that the rates should be readjusted to 
reflect the differences in transportation characteristics in appro- 
priate differentials in the rates, rough stone rates under the 
dressed stone rates. It said it was not convinced, however, that 
the difference for the distances to Baltimore and Washington 
should be as great as 7 cents, as prescribed in the original 
report, nor was it persuaded that the 2-cent differential pre- 
scribed in other cases was proper or should be applied here. 
Instead it prescribed a differentiai of 5 cents on rough stone 
less than the contemporaneously maintained rate for application 
to dressed stone. 

Chairman Porter, concurring, said he doubted seriously 
whether the findings went far enough to accord complainants 
all of the relief to which they were entitled, especially under 
section 1. Commissioner Eastman joined in that expression. 

Commissioner Lewis, dissenting, said that the evidentiary 
facts reviewed in the majority report did not, in his judgment, 
adequately support the ultimate findings. The assailed 37-cent 
rate, he said, was only one item in an extensive adjustment of 
outbound rates from the Bedford district, made to fit the exigen- 
cies of the particular traffic, and that this was the first case in 
which the uniform eastbound rates on the rough and dressed 
stone had been disturbed. In two earlier cases, he said, the 
Commission had refused to disturb them. 

Commissioner Mahaffie, dissenting, expressed the opinion that 
this record warranted the prescription of the relation of rates 
in such a manner as to make the quantum of the rough stone 
rate 85 per cent of that contemporaneously maintained on 
dressed stone. That differential, he said, should not be required 
to be made by a reduction in the rough stone rate. The carriers, 
he said, should be left free to remove undue prejudice without 
so large a sacrifice in revenue as the findings of the majority 
— would require. Commissioner Meyer joined in that 
issent. 


COMMISSION REPORTS 


Sand and Crushed Stone 


No. 23335, Cumberland Cement & Supply Co: vs. Pennsyl- 
vania. By division 2. Rates, sand and crushed stone, open- 
top equipment, Stone Siding, Md., to destinations in Pennsyl- 
vania within 200 miles of Stone Siding, unreasonable to the 
extent they exceed or may exceed rates made in accordance 
with a scale beginning with 60 cents a net ton for distances 
of 15 miles and less. The scale goes to 80 cents for the block 
between 25 and 40 miles, 110 cents for the block between 80 
and 100 miles, 130 cents for the block between 125 and 150 
miles and runs out with a rate of 150 cents for the block between 
175 and 200 miles. New rates to be established not later than 
June 20. 

Box Shooks 


No, 23761, Eastern Box Co. vs. B. & O. et al. By division 
2. Rate, box shooks, Baltimore (Wagner’s Point) Md., to Jersey 
City, N. J., prior to November 24, 1927, unreasonable to the 
extent it exceeded 18 cents, and to Chester, Pa., unreasonable 
to the extent it exceeded or may exceed 14 cents. Reparation 
awarded. New rate to Chester to be established not later than 
June 20. Commissioner Tate dissented from the award of 
reparation on shipments to Chester. 

Cotton Work Pants 

No. 24201, J. H. Bonck Co., Inc., vs. A. & W. P. et al. By 
division 2. Dismissed. Rate, less-than-carloads, cotton work 
pants, Winder, Ga., to New Orleans, La., not unreasonable or 
otherwise unlawful. 

Poplar Logs 

No. 24353, American Cigar Box Lumber Co. vs. N. & W. 
et al. By division 5. Rates, poplar logs, points in Virginia and 
Kentucky, and Burnsville, N. C., to Johnson City, Tenn., un- 
reasonable to the extent they exceeded rates made in accord- 
ance with a scale, minimum 40,000 pounds, providing for single 
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and joint-line hauls. The scale for single-line hauls begins with 
3.5 cents for 10 miles and under, goes to 5.5 cents for the block 
between 40 and 50 miles, 7.5 cents for the block between 85 
and 100 miles, 9 cents for the block between 140 and 160 miles 
and ends with a rate of 10 cents for the block between 180 and 
200 miles. The joint-line scale begins with a rate of 6 cents for 
the initial] distance, goes to.8 cents for the block between 40 
and 50 miles, 10 cents for the block between 85 and 100 miles, 
11.5 cents for the block between 140 and 160 miles and ends 
with a rate of 12.5 cents for the block between 180 and 200 
miles. New rates are to be established not later than June 20. 
Reparation awarded. ; 


Rough Rolled Glass 


No. 23044, Blue Ridge Glass Corporation vs. Akron & Barber- 
ton Belt et al. By the Commission upon reconsideration. Re- 
port by Chairman Porter. Findings in former report, 176 I. C. C. 
449, modified. Assailed rates, rough-rolled glass, Kingsport, 
Tenn., to destinations in Illinois, Indiana, Michigan, Ohio, a part 
of Pennsylvania, to Milwaukee and Madison, Wis., unreason- 
able and unduly prejudicial, except to St. Paul and Minneapolis, 
Minn., to the extent they exceed or may exceed 31.5 per cent 
of the contemporaneous first class rates from and to the same 
points. Division 2, in the former report, found the rates un- 
reasonable, except to Minneapolis and St. Paul, to the extent 
they exceeded 32.5 per cent of the contemporaneous first class 
rates under the southern revision. It also found that any undue 
prejudice that might exist would be removed following the es- 
tablishment of the rates prescribed in the eastern class rate 
revision. New rates are to be effective not later than June 16. 
Commissioners Aitchison, Brainerd, Eastman and Lee dissented. 


Common Brick Reparation 


No. 21929, Oehler Building Material & Fuel Co. et al. vs. 
Southern et al. By division 3. Upon further hearing, deter- 
mined that reparation of $1,689.87 is due the title complainant 
and $346.62 to Progress Press Brick & Machine Co., on account 
of inapplicable rates charged on common brick, Albion, IIl., to 
St. Louis, Mo., as found in original report, 163 I. C. C. 123. 


Ground or Pulverized Coal 


No. 20146, Penn Facing Mills Co. et al. vs. A. A. et al. By 
division 4. Report by Commissioner Eastman. Upon further 
hearing, found that the shipments upon which reparation was 
claimed under the findings in the original report, 159 I. C. C. 
139, consisted of ground or pulverized coal, from Rillton, Pa., 
to various destinations. Reparation awarded. 


Class Rates 


No. 15892, Traffic Bureau, Williamson Chamber of Commerce 
et al vs. B. & O. et al. By division 2. Dismissed. Class rates, 
points in eastern trunk line and New England territories to 
Bluefield and Williamson, W. Va., and Bluefield, Va., not un- 
reasonable or otherwise unlawful. This complaint was sub- 
mitted while the Eastern Class Rate Investigation, 164 I. C. C. 
314, 171 I. C. C. 481 and 177 I. C. C. 156, Was pending. Rates in 
accordance with the decisions in that case were established 
December 3, 1931. In disposing of this case the Commission 
said there was nothing in this record to suggest any im- 
propriety in the rates established in the eastern class rate 
revision. 

Class Rate Fourth Section 


Fourth section application No. 14608, class rates between 
Mobile and Hattiesburg, Miss. By division 2. Applicants rep- 
resented by F. L. Speiden authorized, in fourth section order 
No. 10889, to establish and maintain class rates between the 
points named, without observing the fourth section, on account 
of circuity of their route, under the usual conditions. 


Paper, Etc., Fourth Section 


Fourth section application No. 14525, paper to Springfield, 
Mo. By division 2. Missouri Pacific and connections author- 
ized, in fourth section order No. 10886, to establish and main- 
tain rates, paper and paper articles, points in Illinois, Indiana, 
Iowa, Michigan, Minnesota, Missouri, Wisconsin, Manitoba and 
Ontario, Canada, to Springfield, Mo., without observing the 
long-and-short haul part of the fourth section, in accordance 
with the usual conditions as to circuity, etc. Commissioner 
Tate, concurring in part, said he was of the opinion that the 
Commission should neither grant nor deny the application in 
respect of rates from points in Canada, but should deny juris- 
diction. 


Apples 


No. 23951, Nelson County Cold Storage Corporation vs. 
Southern et al. and parts of fourth section application No. 1548. 
By division 3. Rates, apples, Shipman, Covesville and North 
Garden, Va., to destinations in central territory unreasonable 
to the extent they exceeded the Virginia Cities rates plus 5 
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cents. Reparation denied on a finding that complainant neither 
paid nor bore the freight charges. Commissioner McManamy, 
dissenting, thought the complainant bore the charges and that 
therefore reparation should have been awarded. Relief to con- 
tinue fourth section departures denied in fourth section order 
No. 10884, effective July 15. 


Oak Logs 

No. 24605, Breece Veneer Co. vs. C. & O. By division 3. 
Rate, oak logs, Ivyton and Royalton, Ky., to Kenova, W. Va., 
unreasonable to the extent it exceeded 12.5 cents. Reparation 
awarded except on three designated cars. Commissioner 
McManamy dissented in part, being of the opinion that no award 
of reparation should have been made because outstanding un- 
dercharges exceeded the amounts accruing under the rate found 
reasonable. His view was that the action of the Commission 
would tend to prolong the controversy. 


Steel Shingles Fourth Section 


Fourth Section Application No. 14561, iron or steel shingles 
in southern territory. By division 2. Applicants, parties to 
Glenn’s I. C. C. No. A-725, authorized in fourth section order No. 
10894 to make rates, iron or steel shingles, carloads, between 
points in southern territory, including Ohio and Mississippi 
River crossings, St. Louis, Mo., and Virginia cities gateways, 
the same as the rates contemporaneously in effect on special iron 
and steel articles between those points, without observing the 
long-and-short haul part of section 4, subject to the conditions 
applicable on special iron and steel articles. 


Grain Demurrage 


No. 23853, Crown Mills vs. S. P. & S. et al. By division 5. 
Demurrage charges, grain, Portland, Ore., inapplicable. Appli- 
cable charges found to have been those which would have ac- 
crued on the basis of allowing free time for 24 hours for 
inspection of all cars consigned to complainant, such free time 
to be computed from the first 7 a. m. after notice of arrival was 
given to consignee; allowing 48 hours additional free time on 
cars unloaded by complainant at Portland, such additional time 
to be computed from the expiration of the free time for inspec- 
tion; and determining the demurrage charges on cars unloaded 
by complainant at Portland under the average-agreement rule, 
and on cars reconsigned by complainant under the straight de- 
murrage plan. It was further found that a reconsigning charge 
of $2.25 a car was applicable to all cars reconsigned after the 
expiration of the free time of 24 hours allowed for inspection, 
but was not applicable to cars unloaded by complainant at Port- 
land. Reparation awarded. 


Coal Briquettes 


No. 24196, Standard Briquette Fuel Co. vs. A. T. & S. F. et 
al. By division 5. Rates, coal briquettes, Kansas City, Mo., to 
points in Kansas and Nebraska, unreasonable to the extent they 
exceeded or may exceed rates made in accordance with a scale 
based on a minimum of 60,000 pounds. The scale begins with 
80 cents for 35 miles and less, becomes 136 cents at 100 miles; 
206 cents at 200 miles; 269 cents at 300 miles; 325 cents at 400 
miles; 371 cents at 500 miles; 416 cents at 600 miles; and ends 
with 440 cents for the block between 625 and 650 miles. The 
scale is divided into 10-mile blocks up to 400 miles and into 25- 
mile blocks beyond. New rates are to be effective not later 
than June 21. 

Walnut Logs 


No. 24227, Dayton Veneer Co. vs. Akron & Barberton Belt 
et al. By division 3. Dismissed. Rates, walnut logs, points in 
New York, Pennsylvania, Maryland, and West Virginia to Day- 
ton, O., not unreasonable. 


Coarse Grain Charges 


No. 24358, Globe Grain and Milling Co. vs. A. T. & S. F. 
et al. By division 3. Dismissed. Charges, milling points in 
California to destinations in that state on the coarse grain por- 
tion of interstate shipments, poultry feed, transited at the mill- 
ing points, where the coarse grain originated at points in Colo- 
rado, Iowa, Kansas, Nebraska, New Mexico, Oklahoma and 
Texas, found applicable and not unreasonable. 


Paving Brick 


No. 24420, Purington Paving Brick Co. vs. A. T. & S. F. 
et al. By division 3. Dismissed. Rate, paving brick, Gales- 
burg, Ill., to Minneapolis, Minn., applicable. 


Abrasive Refuse 


No. 24640, Abrasive Co. vs. Erie et al. By division 3. Dis- 
missed. Rates, abrasive refuse, Bridesburg (Philadelphia), Pa., 
to Blasdell, N. Y., not unreasonable. 


Bananas 


No. 24660, Merle C. Rideout vs. B. & M. et al. By divi- 


ex 
stc 


Di 


™~ = ~~ re 


A i i 


a Sr eS TF Oe Slt‘ DS 


April 2, 1932 


sion 3. Dismissed. Rate, bananas, Boston, Mass., to Houlton, 
Me., not unreasonable or unduly prejudicial. 


Cores or Tubes 

No. 23973, National Paper Box Co. vs. C. R. I. & P. et al. 
By division 3. Dismissed. Following 173 I. C. C. 25, cores or 
tubes, made of chip board and waste paper, in boxes, less than 
carloads, Kansas City, Mo., to Monticello, Ind., found subject 
to ratings of one and one-half times first class, under western 
and official classifications. Applicable ratings and rates not 
unreasonable. 

Petroleum Fourth Section 

Fourth section application No. 14228, petroleum and petro- 
leum products. Report written by Commissioner Mahaffie. Ap- 
plicants parties to rates filed by Boyd and Leland authorized 
in fourth section order No. 10888, to maintain present rates on 
petroleum and its products from the southwest to points in the 
Chicago, Ill., switching district and to establish higher rates to 
intermediate points. Rates to be established at intermediate 
points are to be not in excess of those prescribed or approved 
as maximum rates to the intermediate points in Midcontinent 
Oil Rates, 112 I. C. C. 421 and 132 I. C. C. 103, and rates from 
and to points not included in that proceeding are to be made 
with relation to the rates prescribed or approved therein, as 
proposed in the application subject to the circuity rules here- 
tofore laid down by the Commission. Relief was requested on 
the ground of necessity on account of pipe line competition. 
Commission said it was convinced that an increase in the rates 
would cause a loss of considerable of the present traffic. Com- 
missioner McManamy, dissenting, said the conclusions were 
broader than the record, and were based in part at least on a 
partial statement of fact which distorted rate comparisons which 
had been used. Commissioners Farrell and Lee joined in that 
expression. 


Radio Cabinets 


No. 24468, Plymouth Electric Co. vs. N. Y. C. et al. By 
division 2. Dismissed. Minimum weight, radio cabinets, 
equipped with loud speakers, North Tonawanda, N. Y., to New 
Haven, Conn., not unreasonable. 


Potatoes 


No. 24518, Griffin Grocery Co. vs. Central of Georgia et al. 
By division 2. Rate, potatoes, Grand Bay, Ala., to Griffin, Ga., 
unreasonable to the extent it exceeded 45 cents, minimum 
36,000 pounds. Reparation of $43.20 awarded. 


Agricultural Implements 


No. 24545, Minneapolis-Moline Power Implement Co. vs. 
C.R. 1. & P. et al. By division 2. Rate, agricultural implements 
and parts, Moline, Ill., to Stockton, Cal., unreasonable to the 
extent it exceeded a rate of $1.86 plus a charge of $6.30 for 
stoppage in transit at Denver. Reparation of $574.74 awarded. 


Fuel Oil 


No. 24554, Ozark Utilities Co. vs. St. L.-S. F. By division 2. 
Dismissed. Rate, fuel oil, Arkansas City, Kan., to Greenfield 
and Bolivar, Mo., not unreasonable. 


Vinegar Stock 


No. 24611, Gregory-Robinson-Speas, Inc., et al. vs. St. L- 
S. F. et al. By division 5. Dismissed. Charges, vinegar stock, 
Wenatchee, Wash., Hood River, Milton, Freewater, and The 
Dalles, Ore., and Lewiston, Ida., to Rogers and Springdale, 
Ark., computed on weights not authorized by tariffs. Record 
insufficient to determine whether shipments were overcharged 
or undercharged. Commissioner Farrell, dissenting, pointed out 
what he said was a method by which proper charges could have 
been calculated. 


Petroleum Oil Distillate 


No. 24321, Burning Oil Distributors’ Association et al. vs. 
A. & S. et al., and a sub-number, Blue Ribbon Oil Co. et al. vs. 
Same. By division 5. Dismissed. Rates, petroleum oil dis- 
tillate, points in Arkansas, Kansas, Louisiana, Missouri, Okla- 
homa, and Texas to destinations in Illinois, Indiana, Iowa, 
Michigan, Minnesota, Nebraska, and Ohio, applicable and not 
unreasonable or otherwise unlawful. 


Lumber Demurrage 


No, 23132, Milne Lumber Co. vs. N. Y. C., and a sub-number, 
Same vs. Cincinnati, Saginaw & Mackinaw et al. By division 
3. Demurrage charges on two carloads, lumber, detained at 
Detroit, Mich., inapplicable in part. Proper charges to be cal- 
culated on one car in accordance with indications in that part 
of the report pertaining to it. Charges on the other car found 
to have been $4 instead of the $63 collected. Reparation awarded, 
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Crossties 
No. 24116, Egyptian Tie & Timber Co. vs. St. L.-S. F. et al. 
By division 3. Dismissed. Rates, crossties, points in’ Missouri 
on the Current River branch of the Frisco to Edwardsville, I11., 
not unreasonable or otherwise unlawful. 


Petroleum and Products 


No. 24177, Solar Refining Co. vs. Ann Arbor et al. By 
division 4. Dismissed. Rates, petroleum and products, Lima 
and Findlay, O., to Ecorse, Plymouth, Romulus, Slocum Junc- 
tion, Trenton, Wayne and Detroit, Mich., not unreasonable or 
otherwise unlawful. Commissioner Eastman, concurring, said 
he assented to the conclusions, but believed it quite possible 
that additional evidence could be presented which would show 
that the conclusions were not the correct ones. Complainant 
alleged that a rate of 8 cents on petroleum and its products 
from Toledo to Detroit and other Michigan destinations resulted 
in undue prejudice to it and undue preference to its Toledo 
competitor. The carriers defended the low rate from Toledo 
on the ground of water competition between Toledo and Detroit. 
Commissioner Eastman suggested that additional evidence might 
show that proportionate reduction should be made from Lima 
and Findlay. 

Artificial Stone 


N. 24378, Marshall Field & Co. vs. A. T. S. F. By division 
2. Dismissed. Rate, less-than-carloads, artificial stone, Los 
Angeles, Calif., to Chicago, Ill., not unreasonable. 


Imported Wood Pulp 


No. 24416, Indiana Fibre Products Co. vs. Virginian et al. 
By division 3. Dismissed. Rate, imported wood pulp, Norfolk, 
Va., to Marion, Ind., not unreasonable or unduly prejudicial. 


Brick 


No. 24302, Evansville Chamber of Commerce et al. vs. A. 
T. & S. F. et al. By division 3. Rates, brick, Evansville, Ind., 
to destinations in Wisconsin, Minnesota, and Michigan, unduly 
prejudicial to the extent they exceed or may exceed by more 
than 75 cents a net ton the rates contemporaneously maintained 
on like traffic from Chicago to the same destination. Destina- 
tions are Kansas City and St. Joseph, Mo., Omaha, and Lincoln, 
Neb., Sioux City, Ia., and points shown in Jones’ I. C. C. No. 
2006, in Wisconsin, Minnesota and Michigan. Assailed rates 
were alleged to prefer unduly competitors of the Evansville 
complainants in the so-called Wabash Valley group and in the 
central and southern Illinois groups. Undue prejudice to be 
removed not later than June 21. 


Hardwood Logs 


No. 24157, Pulaski Veneer Corporation vs. N. C. & St. L. et 
al. By division 3. Rates, hardwood logs, points in Tennessee 
on the lines of the N. C. & St. L., to Pulaski, Va., not unrea- 
sonable in the past but unreasonable for the future to the ex- 
tent they may exceed rates made in accordance with a scale 
subject to a minimum of 40,000 pounds. The scale begins with 
a rate of 6 cents for 10 miles and under, becomes 10 cents at 
100 miles; 12.5 cents at 200 miles; 15 cents at 300 miles; 17.5 
cents at 400 miles; and ends with a rate of 20 cents for 500 
miles. The scale runs in 10 mile blocks to 70 miles, then in 
one block of 15 miles to 85 miles, and in 20 mile blocks to its 
end. New rates are to be made effective not later than June 22. 

Calcined Magnesite 

No. 24521, Memphis Freight Bureau et al. vs. Pennsylvania 
et al. By division 3. Rates, imported calcined magnesite, in 
bags, carloads, Brooklyn, N. Y., to Memphis, Tenn., unreason- 
able, but not unduly prejudicial, to the extent it exceeded or 
may exceed 63 cents, minimum 40,000 pounds. New rate to be 
made effective not later than June 23. Reparation awarded. 


Soya Beans 
No. 24451, J. Chas. McCullough Seed Co. et al. vs. Pennsyl- 
vania. By division 3. Dismissed. Rate, soya beans, Bridge- 
ville, Seaford, and Wyoming, Del., to Cincinnati, O., found 
applicable. 
Lumber 
No. 24372, Miller Brothers Co., Inc., et al. vs. Southern et al. 
By division 3. Dismissed. Rates, lumber, Johnson City, Tenn., 
to destinations in Ohio, Michigan, and other states, not unduly. 
prejudicial. 
Cottonseed 
No. 24059, Planters Oil Co. vs. Ashland Railway Co. et al. 
By division 3. Dismissed. Rates, cottonseed, Ashland and 
Lineville, Ala., to Albany, Ga., not unreasonable or in violation 
of the long-and-short-haul part of section 4. 


Sand Fourth Section 
Fourth section application No. 14633, sand and gravel from 
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Eau Claire, Wis. By division 2. Applicant, Chicago, Milwaukee, 
St. Paul & Pacific authorized, in fourth section order No. 10901, 
to establish and maintain rates on sand and gravel, Eau Claire, 
Wis., to Oakdale and Tomah, Wis., without observing the long- 
and-short-haul provision of section 4, the same as those con- 
temporaneously in effect over the Chicago, St. Paul, Minneapolis 
& Omaha, subject to the equidistant clause. 


Cattle 


No. 24526, Judd and Meyer vs. C. M. St. P. & P. By divi- 
sion 3. Dismissed. Rate, cattle, Owatonna, Minn., to Plymouth, 
Wis., found applicable. 


Mixing Rule on Pipe 


I. and S. No. 3680, iron or steel pipe in southwest. By divi- 
sion 2. Report by Commissioner Tate. Proposed mixing rule 
for application within the southwest and between points in the 
southwest on the one hand and points in the south and official 
territory on the other, whereby iron or steel pipe and related 
articles may not move in mixed carloads with other iron and 
steel articles at the column 32.5 rates, applicable on iron and 
steel articles, when the combined weight of the pipe and re- 
lated articles exceeds one-third of the entire weight of the 
shipment, found justified. Order of suspension vacated and 
proceeding discontinued. Commissioner Aitchison, dissenting, 
contended that the respondents had failed to justify the in- 
creased charges that would result from this finding by the 
majority. 


PROPOSED REPORTS 


Steel (Pipe 


No. 24680, El Paso Natural Gas Co. et al. vs. T.-N. M. et al. 
By Examiner Paul G. Thompson. Three carloads, steel pipe, 
Milwaukee and North Milwaukee, Wis., to Wink, Tex., over- 
charged to the extent the charges, exclusive of reconsigning 
charges, exceeded those based on an applicable rate of 92 cents. 
Applicable rate on these and on other shipments not un- 
reasonable. Reparation proposed. 


Lumber and Veneer 
No. 24544, Carolina Cotton and Woolen Mills Co. vs. South- 
ern et al. By Examiner P. F. Mackey. Dismissal proposed. 
Rate, lumber and veneer box material, over interstate routes, 
Goldsboro, N. C., to Spray, Leaksville and Draper, N. C., and 
Fieldale, Va., not unreasonable or unduly prejudicial. 


Scrap Iron and Steel 
No. 24513, Sonken-Galamba Corporation vs. A. T. & S. F. 
et al. By Examiner John Davey. Dismissal proposed. Follow- 
ing Sonken-Galamba Corporation vs. A. T. & S. F. et al., 178 
I. C. C. 729, rates, scrap iron and steel, from points in the 
southwest to Kansas City, Mo.-Kan., and from points in Mis- 
souri to Kansas City, Mo.-Kan., not unreasonable. 


Horses for Slaughter 


No, 24458, Schlesser Brothers vs. Great Northern et al., and 
two sub-numbers, Same vs. Northern Pacific et al., and Same 
vs. C. M. St. P. & P. et al. By Examiner Richard Yardley. 
Dismissal proposed. Rates, horses for slaughter, points in Mon- 
tana to Kenton, Ore., not unreasonable or otherwise unlawful. 


Bituminous Fine Coal 
No. 24428, State University of Iowa vs. C. R. I. & P. By 
Examiner Arnold C. Hansen. Rates, bituminous fine coal, At- 
kinson, Ill., to Iowa City, Ia., unreasonable to the extent they 
exceeded or may exceed rates on the basis of a scale prescribed 
in the Holmes & Hallowell case, 69 I. C. C. 11. New rates and 
reparation proposed. 


Glass Bottles 


No. 24765, Siberts, Inc., vs. B. & O. et al. By Examiner L. B. 
Dunn. Dismissal proposed. Carload rates, glass bottles, one 
gallon or less in capacity, Parkersburg, W. Va., and Mount 
Vernon, O., to Gadsden, Ala., not unreasonable. 


Cast Iron Pipe 


No. 24835, American Cast Iron Pipe Co., Birmingham, Ala., 
.vs. L. & N. et al. By Examiner Charles A. Rice. Rate, cast 
iron pipe and fittings, North Birmingham, Ala., to Seagraves, 
Tex., not unreasonable. Car proposed to be found to have been 
misrouted by the L. & N. and that the complainant was entitled 
to reparation for the difference between the charges imposed 
and those which would have accrued at a rate of $15.58 a net 
ton. 

Rough Turned Dowel Sticks 


No. 24577, O. W. Seibert Co. et al. vs. Maine Central et al. 
By Examiner J. O. Cassidy. Rates, rough turned dowel sticks, 
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carloads, Rumford and Cumberland Mills, Me., to Gardner, Mass., 
and New York, N. Y., inapplicable. Finding proposed was that 
the lumber rates were applicable. Reparation proposed. 


Cotton Piece Goods 

No. 20578, Globe Superior Corporation vs. Southern. By 
Examiner T. P. Wilson. Upon further hearing examiner pro- 
poses that complainant be found to be entitled to reparation of 
$518.83 on the findings in the former report, 167 I. C. C. 456, 
as to rate on cotton piece goods, Pell City, Ala., to Commerce, 
Ga. 

Raw Dolomite 


No. 24705, Owens-Illinois Glass Co. vs. B. & O. et al. By 
Examiner W. B. Wilbur. Rate, raw or crude dolomite, McVit- 
ty’s, O., to Fairmont, W. Va., unreasonable to the extent it ex- 
ceeded or may exceed $2.10 a net ton. New rate and repara- 
tion proposed. 

Grinding Balls 

No. 24773, Dewey Portland Cement Co. vs. C. R. I. & P. et 
al. By Examiner Roy E. McKee. Dismissal proposed. Claim 
based on unreasonableness of rate, grinding balls, Greenville, 
Ill, to Linwood, Ia., barred by the statute. Rate found ap- 
plicable. 

Evaporated Milk 


No. 24743, Carnation Co. vs. C. & S. et al. By Examiner 
W. G. Butts. Rates, evaporated milk, carloads, Nampa, Ida., to 
Texas common points, unreasonable to the extent they exceeded 
or may exceed 94.5 cents. New rate and reparation proposed. 


Sweetclover Seed 


No. 24199, Haley-Neeley Co. et al. vs. Ann Arbor et al. By 
Examiner L. B. Dunn. Rates, sweetclover seed, carloads, points 
in South Dakota and Sioux City, Ia., to points in Iowa, Missouri, 
Wisconsin, Illinois and Fairmont, Minn., unreasonable in the 
past and for the present to the extent they exceeded and exceed 
class D and for the future to the extent they may exceed 112 
per cent of the contemporaneous wheat rates. Reparation to 
the basis of class D rates and new rates on the 112 per cent 
basis proposed. 

Fresh Peaches 


No. 19337, Haley-Neeley Co. et al. vs. A. & L. M. et al. a 
sub-number, Same vs. Arkansas Southern et al., and No. 23788, 
Same vs. Same. By Examiner C. J. Peterson. Rates, fresh 
peaches, points in Arkansas and Texas to Sioux City, Ia., Sioux 
Falls, S. D., and destinations in northeastern Nebraska and 
northwestern Iowa, not unreasonable but unduly prejudicial, in 
the title case and in No. 23788, preference being for shippers 
at Omaha, Council Bluffs, Des Moines, Fort Dodge and Sioux 
Falls, to the extent that the rates differ or may differ from the 
same origins to the destinations mentioned by more than the 
spread which would result by the application of 50 per cent of 
the first class rates. Reparation proposed to be denied. Fourth 
section relief requested in application No. 4219 proposed to be 
denied. 





COTTON BELT BONDS 


The Commission, by division 4, in Finance No. 9211, St. 
Louis Southwestern Railway Co. bonds, has authorized the ap- 
Pplicant to issue not exceeding $39,599,750 of general and re- 
funding mortgage 5 per cent gold bonds, series A, to exchange. 
par for par, so much of the bonds as may be necessary for all 
or any part of $9,000,000 of promissory notes and for bonds is- 
sued under mortgages having liens prior to the general and re- 
funding mortgage, and to pledge and repledge, at such ratio as 
the Commission may hereafter approve, not exceeding $18,830.,- 
000 of the bonds as collateral security for any of the promissory 
notes. 


SOUTHERN RAILWAY ABANDONMENT 


Examiner Thomas F, Sullivan, in Finance No. 8960, Southern 
Railway Company abandonment, has recommended that the 
Commission permit the applicant to abandon its branch extend- 
ing from Moscow to Somerville, Tenn., a distance of approxi- 
mately 13 miles. The branch was constructed by the Memphis 
& Charleston Railroad Co. in 1853. The Southern has owned it 
since 1898. The Southern said that the branch line for many 
years had not been used by the public to the extent justifying 
its operation and that in recent years a large part of the traffic 
which formerly moved over it had been diverted to the high- 
ways and motor vehicles. Sullivan said there was little likeli- 
hood that anything more than a small amount of less-than- 
carload freight would return to the branch line, those opposing 
abandonment having suggested that a statute of Tennessee 
regulating the operation of trucks would cause traffic to return 
to the railroads. Sullivan said there was nothing in the law 
to affect the trucking of traffic to and from Moscow and Somer- 
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ville by the residents of the county in which those villages 
were situated. 


Cc. G. W. ABANDONMENT 


The Commission, by division 4, in Finance No. 8810, Chi- 
cago Great Western Railroad Co. et al. abandonment, has au- 
thorized the Mason City & Fort Dodge Railroad Co. to abandon 
a part of its Lehigh branch, about 12 miles long, in Webster 
county, Ia., and the Chicago Great Western to abandon the op- 
eration of it. The town of Lehigh and civic organizations op- 
posed abandonment. Arrangements have been made with the 
Fort Dodge, Des Moines & Southern, an electric road, to take 
over the traffic of the branch, which, the report said, was in 
poor physical condition. 


c. & S. ABANDONMENT 


The Commission, by division 4, in Finance No. 8760, Col- 
orado & Southern Railway Co. abandonment, has authorized 
the applicant to abandon 7.64 miles of its line between Coalton 
and Boulder, in Boulder county, Colo. The towns of Boulder 
and Superior and the Boulder county commissioners opposed 
abandonment, on account of the interest of the two towns in 
the passenger service, while the state university of Colorado 
and the attorney general favored it, largely on account of dan- 
gerous highways crossings. The railroad company estimated 
annual savings to result from abandonment at about $29,000 in 
operating expenses, which would be somewhat reduced by the 
loss of freight and passenger revenue. 


A. C. L. BONDS 


The Commission, by division 4, in Finance No. 9220, At- 
lantic Coast Line bonds, has authorized the applicant to issue not 
exceeding $88,000 of first consolidated 50-year consolidated 
mortgage gold bonds. They are to be pledged as additional 
security for the performance of the terms of a lease of the 
properties of the Georgia Railroad. 


TAVARES & GULF BONDS 


In Finance No. 9157, Tavares & Gulf Railroad Co. bonds, the 
Commission, by division 4, has authorized the applicant to 
procure the authentication and delivery of $42,000 of first 
mortgage 5 per cent gold bonds, series B, in respect of ex- 
penditures for additions and betterments. 


TELEPHONE ACQUISITIONS 


The Commission, by division 4, in Finance No. 9127, Law- 
rence Telephone Co. acquisition, has authorized the Indiana 
Bell Telephone Co. to acquire the properties of the Lawrence 
Telephone Co., operating properties in and around Lawrence, 
Ind., for $16,000 in cash. 

The Commission, by division 4, in Finance No. 9059, Ball- 
win Mutual Telephone Co. acquisition, has authorized the South- 
western Bell Telephone Co. to acquire the property of the Ball- 
win Telephone Co., operating an exchange at Manchester, Mo., 
in St. Louis county. 


EXCESS INCOME REPORTS 


Finance No. 3966, excess income of Union Railroad Co. 
(Pittsburgh, Pa.). Tentative determination by the Commission, 
division 1, that the carrier has recapturable net railway operat- 
ing excess income of $2,289,109.30 for the years 1922 to 1926, 
both inclusive, based on values for rate-making purposes rang- 
ing from $35,675,000 in 1926 to $37,650,000 in 1921. No recap- 
turable excess operating income, however, was found for the 
last mentioned year. The carrier had not reported any excess 
income, its valuation of its properties running from $46,663,983 
in the last ten months of 1920 to $76,697,529 in 1926. United 
States Steel Corporation controls the carrier and the St. Clair 
Terminal Railroad Co. through ownership of the entire capital 
stock and the Union Railroad owns the entire outstanding 
capital stock of the Monongahela Southern Railroad Co. The 
Union operated the Monongahela Southern, the Pittsburgh, 
Bessemer & Lake Erie, and the St. Clair Terminal. The Com- 
mission report said the Pittsburgh, Bessemer & Lake Erie Rail- 
road Co. was a lessor of the Bessemer & Lake Erie Railroad 
Co., which was closely allied with the Union Railroad Co. They 
are terminal railroads in the Pittsburgh district. 

Finance No. 3952, excess income of the Toledo Terminal 
Railroad Co. Tentative determination by the Commission, divi- 
sion 1, that the carrier has recapturable net railway operating 
excess income of $1,272,785.14 in the last ten months of 1920 and 
each of the years 1921 to 1926, inclusive, based on values for rate- 
making purposes ranging from $3,915,000 in the last ten months 
of 1920, to $5,815,000 in 1927. The carrier, the report said, paid 
$18,337.07 as recapturable excess income in 1922. Later it filed 
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an amended return for that year upon which value no excess was 
reported. 

Finance No. 3903, excess income of Roscoe, Snyder and Pa- 
cific Railway Co. Opinion F-4754, 180 I. C. C. 383-410. Final 
determination by the Commission, division 1, that the carrier had 
recapturable net railway operating excess income of $170,327.90 
for the period March 1 to December 31, 1920, and for the years 
1921 to 1927, inclusive, based on values for rate-making purposes 
ranging from $701,000 in 1920, to $663,000 in 1927. The carrier 
operates a single track railroad from Roscoe to Fluvanna, Tex., 
its total mileage being about 55.37 miles. The carrier has been 
ordered to pay the amount found due within 90 days from the 
date of the service of the order. 

In Finance No. 3885, excess income of Peoria & Pekin Union 
Railway Co., the Commission, by division 1, has tentatively 
determined that the carrier had recapturable excess net railway 
operating income of $521,006.58 in the years 1921-1927, both 
inclusive, based on values for rate-making purposes, ranging 
from $6,210,000 in 1921, to $6,570,000 in 1927. The carrier 
claimed values for rate-making purposes ranging from $6,394; 
161.19 in 1921 to $10,647,448.80 in 1927. 

In Finance No. 3825, excess income of McCloud River Rail- 
road Co., the Commission, by division 1, has tentatively deter- 
mined that the carrier had recapturable excess net railway 
operating income of $78,576.96 in the years 1922 to 1926, both 
inclusive, based on values for rate-making purposes ranging from 
$1,630,000 in 1922, to $1,710,000 in 1926. The carrier claimed 
values for rate-making purposes ranging from $3,002,978.24 in 
1922 to $3,057,307.53 in 1926. 

In Finance No. 3626, excess income of Bangor & Aroostook 
Railroad Co., the Commission, by division 1, has tentatively 
determined that the carrier had recapturable excess net railway 
operating income of $173,618.92 in 1926 and 1927, based on values 
for rate-making purposes, of $31,080,000 in 1926 and $30,650,000 
in 1927. The carrier claimed values for rate-making purposes 
of $33,385,737 in 1926, and $52,509,339 in 1927. 


EXCESS INCOME LITIGATION 


Application for an injunction has been made in the federal 
court for the eastern district of Arkansas, equity No. 277, 
Jonesboro, Lake City & Eastern Railroad Co. vs. United States 
and Interstate Commerce Commission, to set aside and annul 
the Commission’s order in Finance No. 3778, excess income of 
Jonesboro, Lake City & Eastern to pay $15,272.28, as recap- 
turable excess income, in addition to $45,450 already paid by the 
carrier in liquidation of the Commission’s claim for recapturable 
excess income in 1922 and 1923. 

Attorneys for the carrier, Charles T. Coleman, Moultrie Hitt 
and G. Kirby Munson, assert that by the pursuit of the method 
followed by the Commission, the value of the property was 
determined, for each of the recapture periods, without giving 
adequate, sufficient, proper and lawful weight to the great in- 
crease in the costs of labor, materials and equipment, over and 
above the actual prices at which common carrier property was 
acquired, the actual prices at which common carrier property 
added after June 30, 1916, was constructed or acquired; that 
the 1910 to 1914 prices that entered into the Commission’s esti- 
mate of the so-called probable original cost of physical property, 
other than land and equipment, in use on June 30, 1916, that 
had occurred since 1914 and/or date of original acquisition or 
construction thereof, do not give proper, adequate, sufficient or 
lawful weight to the diminished purchasing power of the dollar 
throughout the recapture periods and since, as compared with 
the period 1910 to 1914, and years in which the carrier acquired 
additional property; and do not give adequate, sufficient, proper 
or lawful weight to the cost of reproducing the property at 
prices current in the recapture periods. They assert that these 
and other failures make the order invalid as depriving the 
applicant of property without due process of law. 


LOANS TO RAILROADS 


The Chicago, North Shore & Milwaukee Railroad Co., which 
has opposed in the courts the contention of the Commission 
that the road is subject to section 20a of the interstate commerce 
act requiring carriers to obtain authority to issue securities, in 
an application in Finance No. 9274, has now come to the Com- 
mission asking approval of issues of securities to the end that 
it may obtain a loan for $1,150,000 from the Reconstruction 
Finance Corporation. The company does not now admit that 
the Commission is right but has subjected itself to the juris- 
diction of the Commission because the latter would not approve 
as security for a loan securities that had been issued by the 
company without the Commission’s approval. 

The applicant is asking for approval of an issue of $2,- 
722,000 of first and refunding mortgage 5% per cent gold bonds 
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and of the issue of notes. It says that under date of February 
23 it applied to the Reconstruction Finance Corporation for a 
loan of $1,150,000 for three years, and offered as security there- 
for $2,056,000 of first and refunding mortgage gold bonds issued 
under authority of the Illinois and Wisconsin commissions. The 
applicant says it contends that it is an interurban electric 
railway not operated as a part of a general steam railroad 
system of transportation and is excluded from the provisions of 
section 20a, while the Commission contends that it is not such 
an electric railway as is exempted by section 20a, and on such 
contention questions the validity of the bonds offered as security 
for the loan. 

While “respectfully denying” the jurisdiction of the Commis- 
sion in the matter of issuance of securities, the applicant, 
nevertheless, it says, because of expediency arising in the mat- 
ter of a loan from the Reconstruction Finance Corporation, 
brings this application seeking an order from the Commission 
authorizing the issue of such bonds and thus removing the 
question of invalidity thereof raised by the Commission. 

In order effectually to eliminate the question of suggested 
possible invalidity of the bonds, says the applicant, it proposes 
to surrender to the trustee under the mortgage indenture under 
which the bonds were issued the $2,056,000 of bonds for reissue 
and to offer an additional $666,000 of such bonds held by the 
Central Republic Bank & Trust Co. for reissue. 

The applicant says it owes $2,000,000 of 6 per cent unsecured 
gold notes maturing April 1; $550,000 30-day notes to the Central 
Republic Bank & Trust Co., $300,000 each to the Commonwealth 
Subsidiary Corporation and the Public Service Subsidiary Cor- 
poration. If the loan sought is made it is proposed to pay 
25 per cent of the $2,000,000 in notes and the indebtedness of 
$600,000 to the Commonwealth Subsidiary Corporation and the 
Public Service Subsidiary Corporation, and to issue $1,500,000 
of 3-year notes to pay the balance of the $2,000,000 of notes; 
and $550,000 of 3-year notes to the Central Republic Bank & 
Trust Co., with the approval of the Commission. 

President Hoover announced late March 25 that the Recon- 
struction Finance Corporation had made loans totaling $46,975,- 
557 to 13 railroads. 


Missouri Pacific Loan 


Though there was no official comment linking the decision 
of the Commission in Finance No. 9146 granting an additional 
loan of $12,800,000 to the Missouri Pacific (see Traffic World, 
March 26) with the conferences held by President Hoover March 
18 with representatives of the Reconstruction Finance Corpora- 
tion, the Commission and the railroads, it was assumed gen- 
erally that there was some connection between the decision 
and the conferences. 

Of the total loan of $12,800,000 authorized, $5,850,000 is to 
be used to pay half of a loan of $11,700,000 due April 1 and 
held by J. P. Morgan & Co., Kuhn, Loeb & Co., and the Guaranty 
Trust Co. 

Action on the carrier’s application for a loan to meet this 
maturity had been deferred by the Commission. Later, ap- 
parently, negotiations were carried on which resulted in the 
Missouri Pacific under date of March 23 filing an amended 
application reducing the $11,700,000 to $5,850,000, in which it 
stated, according to the Commission’s decision, that it was 
understood that if the loan requested was made the carrier 
would arrange with the holders of the notes to lend the carrier 
a like amount, namely, $5,850,000, until October 1, 1932. 

“We are taking the action here with some reluctance,” said 
the Commission in its decision. ‘We are not convinced that 
the Reconstruction Finance Corporation should be expected to 
take up bank loans of this character. We yield our own views 
to those of that body which, as we construe the law, is charged 
by Congress with the responsibility for determining that ques- 
tion.” 

The Commission then set forth the full text of a resolution 
adopted by the Reconstruction Finance Corporation March 18, 
the day President Hoover held his conferences. The resolution 
explained the situation with respect to the Missouri Pacific’s 
application and then said that in the opinion “of this board all 
existing uncertainty as to the disposition of the April 1 matur- 
ities of the Missouri Pacific Railroad Co. is detrimental to the 
general credit situation of the railroads.” The corporation then 
resolved that a loan, subject to the approval of the Commission, 
of $5,850,000 be made to the Missouri Pacific to pay half the 
bank loan on condition that the banks carry the other half at 
least until October 1, 1932. It was directed that a copy of the 
resolution be forwarded to the Commission. 

After setting forth the resolution, the Commission said: 


The bankers who hold the loans are bankers for the carrier. 
As such, they have profited largely in handling its financing in the 
past. It is often represented to us that the relation of a banker to 
a railroad is very valuable to it because of the banking assistance 
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so rendered available in time of stress; that a railroad can afford to 
compensate its bankers well in connection with its regular financing 
in order to have such support available when it is needed. 

We have heretofore thought that theory to have more merit than 
this transaction appears to indicate. 


Commissioner Eastman, concurring in part, said: 


No good reason has been shown for approving a government 
loan to enable the applicant to make a 50 per cent payment on the 
bank loans maturing April 1. I would have no difficulty in joining 
in such approval, if there were any evidence that the loan is needed 
in the public interest. But no one has made or attempted to make 
such a showing. Applicant told us that the banks would not extend 
the loans. The Reconstruction Finance Corporation now tells us 
that they will extend 50 per cent. The theory is, apparently, that 
a@ government loan to pay the other 50 per cent is necessary in 
order to prevent a Missouri Pacific receivership. No such necessity 
exists. Morgan & Company, Kuhn, Loeb & Company, and the Guar- 
anty Trust Company would not, so long as the interest on these 
bank loans is paid, force a receivership by refusing an extension. 
The repercussions would be much too dangerous in other quarters 
where the private interest of these financial institutions are involved. 

I realize that the majority are no more persuaded than I am 
that there is any need for using government funds to “bail out” 
these banks. They place the responsibility on the Reconstruction 
Finance Corporation. It seems to me, however, that we have a re- 
sponsibility which we cannot thus escape. 


The loan of $12,800,000 is to be used for the following pur- 
poses: To pay half the bank loans in question, $5,850,000; to 
pay vouchers for materials, supplies and services, $2,150,000; 
to pay $800,000 for advances to the New Orleans, Texas & Mex- 
ico Railway Co., and for interest; to pay $595,000 maturing in- 
stallment on equipment trust obligations; to pay $2,400,000 in- 
terest; to pay $200,000 taxes due state of Illinois; and to pay 
$805,000 taxes due state of Arkansas. Security for the loan 
should be required as follows, said the Commission: 


Pledge of $15,050,000, principal amount of applicant’s first and 
refunding mortgage 5 per cent gold bonds, series I, of 1981; 114,750 
shares of common capital stock of the Texas & Pacific Railway Co.; 
$1,000,000, principal amount, of the Denver & Rio Grande Western 
Railroad Co. refunding and improvement mortgage 6 per cent bonds, 
series A, of 1974; 1,600 shares of the capital stock of the Ft. Worth 
Belt Railway Co., and $1,900,000, principal amount, of New Orleans, 
Texas & Mexico Railway Co’s. first mortgage 41%4 per cent bonds, 
series D, of 1956. 


There was speculation as to whether the action in the 
Missouri Pacific case set a precedent with respect to loans 
for meeting bank loans of railroads. The Commission has 
authorized loans for payment of some bank loans in full with- 
out raising a question about them. This led to the belief that 
it regarded the Missouri Pacific case as having factors in it 
that required special treatment and it was believed that this 
might be the case as the result of J. P. Morgan & Co. and 
Kuhn, Loeb & Co. being involved. As a matter of fact the 
Commission’s comment in its decision in the case showed that 
it thought that bankers who made money out of railroad trans- 
aang in good times might help their railroad customers in bad 

mes. 

The Greene County Railroad Co. of Georgia has applied 
for a loan of $40,000 for three years, to pay $6,000 balance due 
on loan from government obtained under section 210 of the 
transportation act; and meet other indebtedness. It offers as 
security $75,000 of its first mortgage 6 per cent gold bonds. 

The Reconstruction Finance Corporation announced March 
28 that it had authorized, with the approval of the Commission, 
the loan of $12,800,000 to the Missouri Pacific. 

The corporation also announced that it had authorized, with 
the approval of the Commission, a loan of $100,000 to the Missis- 
sippi Export Railroad for three years. 

The Wichita Falls & Southern Railroad Co. has applied to 
the Reconstruction Finance Corporation and the Commission 
for a loan of $800,000 for three years to pay a promissory note 
for $250,000 to the First National Bank of Dallas, Tex., due 
May 31, and a note for $550,000 to Frank Kell of Wichita Falls, 
Tex., due May 1. It offers as security $2,000,000 of first mort- 
gage and collateral lien 5 per cent gold bonds. 

The Reconstruction Finance Corporation, in addition to 
loans to railroads announced by it heretofore, has made the 
following loans: Central of Georgia, $1,418,700; Chicago & North 
Western, $1,910,500; Erie, $4,458,000; Soo, $1,318,082; Missouri 
Pacific, $4,300,000; Mobile & Ohio, $785,000; Nickel Plate, $9,- 
300,000, and Frisco, $2,825,175. These loans have not been an- 
nounced by the corporation heretofore. 


Missouri Pacific Discussion 


The decision of the Commission in the Missouri Pacific case 
was discussed in the Senate, Senator Borah, of Idaho, calling 
attention to news reports of the decision and the concurring 
opinion of Commissioner Eastman. He said he was informed 
that “every form of pressure within reason and decency, perhaps 
decency, was used to bring about this decision upon the part 
of the Interstate Commerce Commission. I think an effort to 
control the Commission in this way is worthy of consideration,” 
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In the discussion that followed Senator Couzens said he 
thought the Van Sweringens and the treasurer of the Republican 
national committee (J. R. Nutt of Cleveland, O.,) had been 
more effective in this matter than the international bankers 
when Senator Johnson, of California, asked if Couzens would 
discuss “the question of a government of, for and by inter- 
national bankers.” Senator King, of Utah, asked for a discus- 
sion of the railroad consolidation situation. Senator Robinson, 
of Arkansas, said it appeared the Commission had actually dis- 
approved the loan to the Missouri Pacific “but in some way was 
induced to give its legal indorsement. One is led to wonder how 
such a conclusion was brought about. The object of requiring 
approval of the Interstate Commerce Commission apparently 
will fail of accomplishment if the particular case referred to 
shall become a precedent.” 

In further remarks in the Senate in connection with the 
Missouri Pacific loan Senator Couzens raised question as to 
the purposes for which loans were being made, contending 
that the understanding originally was that loans would be 
made to railroads only for refinancing to meet maturities. He 
pointed out, however, that as the Reconstruction Finance Cor- 
poration act was finally passed, broader language was used. 
He also thought Congress did a bad job in dividing authority 
between the Commission and the corporation with respect to 
railroad loans. He thought the government might eventually 
find itself in the possession of railroads because of defaults on 
loans. 

In Finance No. 9239, Gulf, Mobile & Northern Railroad Co. 
reconstruction loan, the Commission, by division 4, has approved 
an application for a loan of $260,000 from the Reconstruction 
Finance Corporation, without prejudice to the consideration of 
additional loans upon the application which was for a loan of 
$770,000. The loan approved is sufficient to meet semi-annual 
interest requirements on April 1. The applicant asked for 
$260,000 to meet semi-annual interest requirements on October 
1, $150,000 to complete Gulf, Mobile & Northern of Louisiana 
terminal facilities at New Orleans upon approval of that project, 
and $100,000 upon approval to provide additions and better- 
ments on the railroad of the applicant. The Commission con- 
sidered the item of $260,000 for interest due on April 1 without 
considering the other items, which were passed over without 
prejudice. As security for the loan the applicant is to deposit 
with the Reconstruction Finance Corporation, $600,000 of its 
5 per cent gold bonds, series C, due 1950, and its irrevocable 
order on the Railroad Credit Corporation authorizing the latter 
to pay to the Reconstruction Finance Corporation for the account 
of the applicant the $260,000 loan. 

The Commission has approved an immediate loan of 
$7,000,000 by the Reconstruction Finance Corporation to the B. 
and O. to meet now due obligations, including $796,000 of taxes 
due Cook County, Illinois. This is the urgent part of its appli- 
cation for $55,000,000. 

The Commission has also approved 2 loan of $918,375 to 
the receivers of the Florida East Coast to meet equipment 
obligations. 





FINANCE APPLICATIONS 


Finance No. 9283. San Antonio & Aransas Pass Railway Co. 
and Texas & New Orleans Railroad Co. ask authority to abandon 
line from Shiner Junction to Gonzales, Tex., 21 miles. The ferritory 
is well served by improved highways and motor transport, cording 
to the application. | 
Finance No. 9284. Chicago, Rock Island & Pacific asks thority 
to abandon a branch in Pipe Stone and Rock counties, Minn], from 
Trosky to Jasper, a distance of 8.73 miles. 





COMMISSION ORDERS % 

No. 24914 (and Sub. 1), Puget Sound Pulp & Timber Co. et al. 
vs. B. & O. et al. West Virginia Pulp & Paper Co. permitted to 
intervene. 

No. 24984, Growers’ & Shippers’ League of Florida et al. vs. A. C. 
L. et al. The M. Degaro Co. permitted to intervene. 

No. 24889, Jackson Freight Bureau et al. vs. I. C. et al. Missouri 
Pacific dismissed as a party defendant hereto. 

No. 24914 (Sub. 1), Jessup & Moor Paper Co. vs. B. & O. et al. 
Southern Pacific dismissed as party defendant hereto. 

No. 21635, Dewey Portland Cement Co. vs. C. B. & Q. et al. 
Order of June 16, 1931, amended so as to include in the exceptions 
to the operation of the eighth ordering paragraph, the rates from 
Alpha, Mo., to St. Louis, Mo., and intermediate points. 

No, 24908, Illinois Coal Traffic Bureau vs. A. C. et al. Midwest 
Coal Traffic Bureau permitted to intervene. 

0. 25052, West Kentucky Coal Bureau ys. I. C. et al. Midwest 
Coal Traffic Bureau permitted to intervene. 

1. & S. 3619, Ex-Ohio River coal to Cleveland, Lorain, and other 
Ohio points. Public Utilities Commission of Ohio permitted to inter- 
vene. 

Finance No. 3778, excess income of Jonesboro, Lake City & East- 
ern. Time for compliance with order dated November 20, extended to 
May 30, 1932. 

No, 25024, Federated Metals Corporation vs. Pennsylvania et al. 
Lehigh & New England Railroad permitted to intervene. 

No. 22781 and Subs. 1 to 34, incl., W. C. Crenshaw vs. C. & W. C. 
et al., and No. 22892, V. A. Stewart & Co. et al. vs. A. C. L. et al. 
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Proceeding reopened for further hearing for purpose of presenting 
testimony as to the payment of freight charges. e 

Finance No. 8898, ‘‘ennessee Central bonds. Supplemental appli- 
cation seeking authority to extend from June 30, 1933, to April 1, 
1935, time within which it may pledge as collateral security $400,000 
of 6 per cent first-mortgage bonds, series A, authorized to be issued 
by order entered herein on August 13, dismissed. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 9246, authorizing the Louisville 
and Nashville Railroad Company to issue not exceeding $50,000 of 
consolidated-mortgage bonds of the South & North Alabama Railroad 
Company, to be pledged as additional security for the performance 
of nt terms of a lease of the properties of the Georgia Railroad, ap- 

roved. 

- Report and order in F. D. No. 9159, authorizing the Detroit and 
Toledo Shore Line Railroad Company to issue $1,572,000 of common 
capital stock consisting of 15,720 shares of the value of $100 each, 
to be delivered pro rata to its stockholders as a dividend, and to 
procure the authentication and delivery of $1,000,000 of general and 
refunding mortgage gold bonds, series A, in partial reimbursement 
tor capital expenditures, condition prescribed (provided, however, 
and the authority granted herein is upon the express condition, that 
the applicant shall file with the Commission 10 days prior to the 
issue of any of said stock, attested copies of an amendment to 
its articles of association increasing the amount of authorized capital 
stock to not less than $3,000,000), approved. 

Report and certificate in F. D. No. 9141, permitting the Chicago, 
Harvard & Geneva Lake Railway Company and C. H, Wilcox, its 
receiver, to abandon, as to interstate and foreign commerce, its 
entire line of railroad in Walworth county, Wis., approved. 

Report and certificate in F. D. No. 9136, permitting the Great 
Northern Railway Company to abandon part of a branch line of 
railroad in Cascade county, Mont., approved. 


CONSOLIDATED SOUTHWESTERN CASES 


The Commission, in No. 13535, Consolidated Southwestern 
Cases, has assigned this case for further hearing at the Baker 
Hotel, Dallas, Tex., before Examiner R. S. Simons, on May 16, 
on two questions. They are, whether the findings of undue 
prejudice and preference heretofore made and orders for their 
removal may properly and should be so modified as to permit 
the establishment of reduced rates on sweet potatoes from 
Breaux Bridge, Lafayette, Arnaudville, Port Barre, Opelousas, 
Sunset, Lawtell, Scott, Iota, Unice, Oakdale, Leesville, New 
Llano, Coopers, Pickering, Neame, Pinewood, Rose Pine, Lud- 
ington, De Ridder, Fulton, and Lake Charles, La., and from 
points intermediate to any of such points, to Orange, Beaumont, 
Port Arthur, Houston, and Galveston, Tex., and to points inter- 
mediate to any of such points, without the establishment of 
reduced rates on sweet potatoes from or to other points em- 
braced in this proceeding; and whether the findings of undue 
prejudice and preference and the orders for their removal may 
properly and should be so modified as to permit the establish- 
ment of reduced rates on interstate less-than-carload shipments 
between stations on the Fort Smith and Western Railway, with- 
out the establishment and maintenance of reduced rates from 
and to other points on lines other than those of the Fort Smith 
& Western. 

This notice also covers No. 13800, J. A. Waldrep et al. vs. 
A. T. & S. F. et al.; No. 14480, Dallas Chamber of Commerce et 
al. vs. A. & R. et al.; No. 14416, Little Rock Board of Commerce 
vs. A. & S. et al.; No. 15463, St. Louis Chamber of Commerce 
et al. vs. A. & R. et al.; I. and S. No. 2097 and 2271, rates to 
southwestern destinations; and fourth section application No. 
462 and others. 


HOCH-SMITH GRAIN 


The Board of Trade of Chicago, in No. 17000, part 7, Hoch- 
Smith grain in the western district and for export, has asked 
the Commission to modify its orders of February 8 and March 
7 so as to permit the introduction of evidence showing the 
prejudicial and unlawful effect of previous findings and orders; 
that the orders of February 8 and March 7 be modified in such 





\\manner as to provide that a proposed report may be issued, and 


that the parties have an opportunity to file exceptions, that oral 
argument be had before the entire Commission, and that the 
date of the first rehearing be extended from April 5 to a later 
day. (Hearing has been postponed until April 20.) 


The petitioner asks that it be permitted to introduce evi- 
dence bearing upon the detrimental effect upon its members of 
the Commission’s order of July 1, 1930, as amended by the sup- 
plemental order of April 13, 1931, and of the prejudicial and 
unlawful effect of previous findings and orders of the Com- 
mission. 

Commenting upon the definition of “changed conditions” 
made by the Commission, the Board of Trade said that if the 
orders of February 8 and March 7, were not modified, and if 
upon rehearing the carriers should introduce evidence of 
“changed conditions” sufficient, in the opinion of the Commis- 
sion, to justify rates yielding more revenue than would have 
been derived from the rates prescribed in its enjoined order, 
then it was obvious that such additional revenue would neces- 
sarily have to be obtained by means of changes in the rates 
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prescribed under such enjoined orders. Changes in rates, it 
said, would necessarily alter rate relationships and the question 
of rate relationships as between markets and as between dif- 
ferent producing and consuming territories was of vital impor- 
tance alike to carriers, shippers, producers and consumers. 

The limitations on the scope of the rehearing, the board 
said, would lead to violations of sections 1(5), 3(1) and 15(1) 
because such rates, rules and practices as might be prescribed 
after a rehearing upon a record restricted to evidence of 
“changed conditions” in shipper and carrier industry since Sep- 
tember, 1928, could not meet the legal test of reasonable, non- 
discriminatory and non-preferential rates, rules and practices, 
which the Commission operating “in a field limited by constitu- 
tional rights and legislative requirements,” had no authority to 
make. It said that upon a record so restricted it would be de- 
prived of the full hearing to which it was lawfully entitled. 

As to the announcement of the Commission that no pro- 
posed report would be issued, the petitioner said it was in 
accord with the position taken by the carriers, in their petition 
of March 22, with respect to the necessity for a proposed report 
in order that the parties to this proceeding might be put on 
notice of any proposed changes in the rates, rules and practices 
affecting grain and grain products. The board also said that it 
was in agreement with the carriers in their declaration that it 
was inconceivable that the Commission would dispose of these 
proceedings without oral argument. 

The Merchants Exchange of St. Louis, in a petition for 
“further reopening” of this case, said it desired a reopening of 
the case so that it could introduce testimony showing the preju- 
dicial effect on St. Louis, of the rates that became effective on 
August 1, 1931, in accordance with the Commission’s order. It 
specified eight particulars in which it claimed that the rates 
had had an adverse effect upon St. Louis. The St. Louis peti- 
tion was based upon the admonition of the Commission, in its 
report, that “all parties should cooperate to make careful note 
of the effect upon their interests, with a view to bringing to 
our attention from time to time, after a reasonable trial, those 
situations which may require further consideration.” 

The Commission has postponed until April 20 the further 
hearing in No. 17000, part 7, grain and grain products, and re- 
lated cases, scheduled for April 5 at Chicago before Examiners 
Mackley and Hall at the Sherman Hotel. The hearing begin- 
ning April 20 will be held at the Sherman Hoel before the same 
examiners. 


FIFTEEN PER CENT CASE, 1931 


The Commission has denied the petition of the National 
Soybean Manufacturers’ Association and others asking the mod- 
ification of the supplemental report on reconsideration, Fifteen 
Per Cent Case, 1931, 179 I. C. C. 215, to the extent of transfer- 
ring soya beans from List D on page 239 to List A on page 237. 
It has also denied petitions of the Southern Pine Associations 
and other lumber organizations asking modification of the sup- 
plemental report on reconsideration to the extent of enlarging 
the description “lumber (made of domestic or Canadian wood 
or Mexican pine only)” in List C on page 238 to include all arti- 
cles shown in lumber lists of current freight tariffs as taking 
lumber rates. It has also denied the petition of the National 
Grange for modification of the supplemental report so as to 
authorize no increase on pulpwood, extract wood, and acid wood, 
or in the alternative, the suspension of the increases on those 
commodities pending hearing. It has also denied the petition 
of the Louisiana Public Service Commission seeking modifica- 
tion of the supplemental report to the extent of authorizing no 
increase on sugar cane, sweet potatoes, bagasse, cabbage, onions, 
vegetables, fresh, N. O. S., fertilizers, N. O. S., and pulpwood. 


PETITIONS FOR REHEARING, ETC. 


No. 18693, Standard Gypsum Co. vs. U. P. et al. Complainant 
asks reconsideration and oral argument. 

No. (and Sub. 1), Sonken-Galamba Corporation vs. C. & A. 
et al. Complainant and intervener asks reconsideration of certain find- 
ings in report of division 4, dated January 5, 1932. 

No. 24068, Departmet of Institutions and Agencies, the state of 
New Jersey vs. C. of N. J. et al. Complainant asks reargument and 
reconsideration of finding that the addition of a switching charge 
of 19 cents per ton to the line-haul rate, on shipments for State 
Village at Skillman, N. J., is not unreasonable. 

Finance No. 1420, public convenience certificate to Alabama, 
Florida & Gulf. A. & St. A. B., asks reopening for rehearing or 
reconsideration and for leave to intervene. 

No. 15584, Midcontinent Oil Cases, 1925. E. B. Boyd, for carriers 
parties to Commission’s supplemental order of October 7, 1930, in this 
proceeding, asks the Commission to further amend its order by post- 
poning effective date thereof for a period of 90 days beyond April 27, 
1932, or for such other time as will permit Commission to conclude 
its consideration of carriers’ fourth section application No. 14228, 
hearings upon which were held January 26, 1931, and July 28, 1931. 

No. 17000, part 7, grain and grain products within western district 
and for export, rate structure investigation. Duluth Board of Trade, 
party to this case, asks order reopening, dated February 8, 1932, be 
amended so as to permit testimony by it showing prejudicial and 
unlawful effect of previous findings and orders and of rates, rules 
and regulations applying on grain and grain products and related 
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articles as published in tariffs filed effective August 1, 1931, published 
in compliance with various orders in this case and as to certain 
changes in rates, rules and regulations applying on grain and grain 
products and related articles made subsequent to August 1, 1931, 
during period August 1, 1931, to February 20, 1932. 

No. 16418 (and Sub. 1 to 6, incl.), California Dressed Beef Co. 
et al. vs. K. C. M. & O. et al. and No. 21564 and Sub. 1, Shaw Brothers 
et al. vs. Apache et al. Complainants in No. 16418 and subs. thereto, 
and 21564 and Sub. 1, ask reopening, also consolidation of cases for 
further hearing or for oral argument before entire Commission on 
consolidated records. : 

No. 21288, Superior Zinc Corporation vs. Pennsylvania et al. De- 
fendants ask modification, in part of effective date of order. 

No. 22972, Boston Excelsior Co. vs. A. C. L. et al. Defendants 
ask postponement of effective date of order. 

No. 13535, Consolidated Southwestern cases. Agent J. E. Tilford, 
on behalf of all railroads operating in southern classification terri- 
tory, asks modification of those portions of decision and order in No. 
13535, 123 I. C. C. 203, which required establishment and maintenance 
of rates on basis prescribed herein, on shipments of butter, eggs, and 
live poultry, from points in southwestern territory to points in 
southern territory. , 

No. 23705, Andrews Brothers et al. vs. Railway Express Agency, 
Ine. Intervener, Atlantic Commission Co., Inc., asks reopening for 
reconsideration in so far as reparation was denied to this intervener. 

No. 23799, California Fruit Wrapping Mills, Inc., vs. G. N. et al. 
— asks reconsideration on record as made, by Commission 
en banc. 

No. 23350, Public Utilities Commission of State of Idaho vs. O. 
S. L. et al. Defendants ask postponement of effective date of order 
of Commission requiring establishment of rates prescribed by Com- 
mission on dried beans and peas from Idaho to western trunk line 
territory and other territory on or before May 20, 1932. 

No. 22045, Brannon Coal Co. et al. vs. A. G. S. et al. Complain- 
ants and interveners ask leave to amend and modify and limit com- 
plait so as not to bring into issue the rates from west Kentucky 
and southern Illinois to any point involved in the case. 

No. 22972, Boston Excelsior Co. vs. A. C. L. et al. Complainant 
—_, reopening, reconsideration and modification, by entire Com- 
mission. 

No. 17212, Parkersburg Rig & Reel Co. vs. A. T. & S. F. et al. 
Complainant asks modifications of findings in respect of transit ship- 
ments moving out of transit points subsequent to July 14, 1928, and 
subject to through rates in effect immediately prior thereto. 

No. 17006, Upson Co. vs. A. A. et al., and Fourth Section Applica- 
tion No. 14089 (Fourth Section Order No. 10430). Defendants and 
applicants herein ask modification of orders in No. 17006 et al., 
and/or Fourth Section Order No. 10430. 


SUSPENDED TARIFFS 

In I. and S. No. 3725, the Commission has suspended from 
April 1 until November 1, schedules as published in the follow- 
ing tariffs: Cottrell, supplement No. 194 to I. C. C. No. 589; 
Curlett, supplement No. 108 to I. C. C. No. A-274; Dulaney, sup- 
plement No. 27 to I. C. C. No. 40; and in numerous other tariffs. 
The suspended schedules propose to cancel present rates on 
bones (except human or fresh meat bones), in carloads, other 
than commodity rates applying on bones included with fertil- 
izer materials, from, to and between points in Southern Classi- 
fication territory, and to apply in lieu thereof 27% per cent of 
first class rates, which would result in both increases and re- 
ductions. 

In I. and S. No. 3726, the Commission has suspended from 
April 1 until November 1, schedules in supplement No. 121 to 
Glenn’s I. C. C. No. A-737. The suspended schedules propose to 
cancel rates on rough rolled glass, in carloads, from Kingsport, 
Tenn., to points in Eastern Trunk Line territory and to apply 
in lieu thereof 6th class rates (40 per cent of Ist class), which 
would result in increases. The following is illustrative, rates 
being in cents per 100 pounds: 


From Kingsport, Tenn., to New York, N. Y., present 46%, pro- 
posed 67; Albany, N. Y., present 46%, proposed 73. 


COAL TO MISSISSIPPI 


The Commission has issued, in No. 23292, Columbus Brick 
Co. vs. Alabama Central et al. and cases joined with it (see 
Traffic World, March 5, p. 495), a corrected order. The newest 
order establishes a rate of $4.31 on coal from groups in Ten- 
nessee and Kentucky to Jackson, Miss., not later than June 
6. The original order prescribed a rate of $4.30. 


RECIPROCITY IN BUYING 


The Akron, O., Chamber of Commerce and the Detroit 
Board of Commerce, in No. 22455, in the matter of reciprocity 
in purchasing and routing, have filed exceptions to the proposed 
report of W. P. Bartel, director of the Commission’s bureau of 
service, and Examiner John L. Rogers as to their recommenda- 
tion that the shipper be deprived of his right to route his freight. 


INCREASED MAIL RATE 


The House of Representatives, sitting as a committee to 
consider the revenue bill designed to balance the budget, has 
voted to increase the first class mail rate from two to three 
cents. Such an increase was estimated to produce an increase 
in the revenue of $135,000,000. Postmaster General Brown 
recommended an increase of that amount as a step toward the 
elimination of the postal deficit, which, he pointed out, helped 
increase the Treasury deficit. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) Railroad’s general superintend- 
ent’s testimony before utilities commission regarding railroad’s 
earnings from statements compiled from records by another of 
railroad’s employes, and not from personal knowledge, held 
incompetent. (New York Cent. R. Co. vs. Public Utilities Com- 
mission of Ohio et al., 179 N. E. Rep. 739). 

1930, not being typical year, should not be used in determ- 
ining whether utilities commission should permit railroad’s dis- 
continuing unprofitable passenger service.—Ibid. 

Communities served by unprofitable passenger trains held 
entitled to about 11 months to make line self-sustaining before 
railroad could again petition for discontinuing service.—Ibid. 





(Supreme Court of Montana.) Province of Supreme Court 
is to interpret law as it exists, rather than to legislate. (Mon- 
tana Horse Products Co. vs. Great Northern Ry. Co., 7 Pac. 
(2nd) 919). 

Intrastate railroad rates in Montana are not voluntary rates 
initiated by carriers, but rates prescribed or approved by rail- 
road commission (Rev. Codes 1921, Sec. 3779 et seq.).—Ibid. 

Railroad commission is without power to declare rate un- 
reasonable or arbitrary retroactively and to award reparation 
(Rev. Codes 1921, Sec. 3779 et seq.).—Ibid. 

Finding by railroad commission that rate charged and col- 
lected was unreasonable is exercise of quasi judicial function.— 
Ibid. 

The fixing of railroad rates to be charged in future is a 
quasi legislative function.—Ibid. 

Railroad commission’s determination that existing tariff is 
unreasonable cannot affect rates theretofore paid thereunder, 
but only future rates (Rev. Codes 1921, Sec. 3779 et seq.).—Ibid. 


Neither shipper nor railroad has right of reparation in re- 
spect of rates paid or exacted if they were fixed by railroad 
commission (Rev. Codes 1921, Sec. 3779 et seq.).—Ibid. 

Railroads are prohibited from collecting for any service 
rendered either more or less than rate fixed by railroad com- 
mission (Rev. Codes 1921, Sec. 3779 et seq.).—Ibid. 

Railroad’s voluntary reduction of rate by 50 per cent at 
suggestion of railroad commission could not make prior rate 
unreasonable or afford basis for actions for damages by ship- 
pers (Rev. Codes 1921, Sec. 3779 et seq.).—Ibid. 

In application of doctrine of stare decisis, Supreme Court’s 
decision is authority upon points actually involved, presented, 
and argued by counsel and passed upon by court.—Ibid. 

Supreme Court decision that shipper may recover damages 
after rate has been declared unreasonable by railroad commis- 
sion authorized shipper’s claim for damages, after 50 per cent, 
reduction in rates, notwithstanding court in later opinion re- 
pudiated its former decision (Rev. Codes 1921, Sec. 3779 et 
seq.).—Ibid. 

Where rate was admittedly excessive by 50 per cent and 
under prior but erroneous decision shipper was entitled to 
recover damages resulting therefrom, judgment enforcing lia- 
bility against railroad held proper (Rev. Codes 1921, Sec. 3779 
et seq.)—Ibid. 

Construction given statute, although erroneous, is a part of 
it, and different construction affects only contracts made there- 
after.—Ibid. 





(Supreme Court of Montana.) In computing railroad freight 
rates, practice of estimating weights on products like petro- 
leum is not improper if fairly carried out. (Sunburst Oil & 
Refining Co. vs. Great Northern Ry. Co., 7 Pac. Rep. (2nd) 927). 

Railroad commission’s finding as to unreasonableness of 
freight rate on petroleum distillate because of difference be- 
tween estimated and actual weight operated prospectively only. 
—Ibid. 

So long as rates established by railroad commission are in 
force they are presumed to be reasonable.—Ibid. 

Neither railroad commission nor courts can retroactively 
declare rate established by railroad commission unreasonable. 
—Ibid. 

Where, under prior but erroneous decision, shipper had 
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right to recover damages from payment of unreasonable rate, 
judgment against railroad will not be disturbed.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Receivers are 
not bound to adopt corporation’s contracts or accept losses if 
they deem continuation of contracts unprofitable. (General 
Finance Corporation vs. New York State Rys., 54 Fed. Rep. 
(2d) 1008). 

Order permitting railroad’s receivers to disaffirm traffic 
agreement with another railroad, made within 7 months after 
receivership in foreclosure suit, and 11 months after appoint- 
ment of receivers, held within reasonable time.—Ibid. 

Traffic agreement permitting railroad to use another’s tracks 
could be terminated without public service commission’s con- 
sent (Railroad Law N. Y., Secs. 148, 184; Public Service Com- 
mission Law N. Y., Sec. 54). 

No consent of public service commission was necessary for 
termination of such traffic agreement, since grantee or lessee 
under such agreement does not need franchise from state for 
operation over route of grantor or lessor railroad.—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Master of ves- 
sel was not bound to do more than protest against method of 
loading to recover for resulting damages; not being obligated 
to interfere with loading or withdraw vessel from charter serv- 
ice. (Arbor Shipping Co. vs. De La Guardia, Inc., 54 Fed. Rep. 
(2d) 984). 

Shippers using dangerous method of loading ship, instead 
of safer method available, held liable for resulting damage to 
deck and inside thereof.—lIbid. - 

Evidence held not to show that bottom damage to vessel 
Was caused by unsafe berth at loading port.—lIbid. 

Evidence held insufficient to show that berth at which 
vessel was loaded had obstructions or submerged piles which 
caused damage to bilge keel.—Ibid. 

Owner of ship, whose officers failed to keep it proper dis- 
tance from wharf, cannot recover from shippers for damages 
to bottom and bilge keel because of projections of which officers 
knew.— Ibid. 

That ship had once grounded on sand spit held not to 
justify holding shippers for bottom damage found after subse- 
quent grounding thereon as due to foul berth.—Ibid. 

Facts that ship’s officers took their own soundings, became 
familiar with berth, and accepted it as satisfactory for loading 
cargo, precluded recovery from shippers by owner for damage 
due to foul berth.—lIbid. 

Burden was on shipowner, suing shippers, for damages to 
vessel, to establish foul berth by proof not resting on inferences 
only.—Ibid. 


ABSOLVED OF REBATING 


A copy has been received at the Commission of the opinion 
delivered by Judge H. B. Anderson at Memphis, Tenn., in con- 
nection with his finding of not guilty in United States vs. 
St. Louis Southwestern Railway, on indictments accusing the 
carrier of violating the law in the transportation of freight 
without tariff authority and giving concessions in connection 
with store-door and pick-up service at Memphis, Tenn., and 
points in Arkansas. The truck transportation was furnished 
by the Cotton Belt’s affiliate, the Southwestern Transportation 
Co. That company had filed a tariff with the Commission. It 
was rejected on the ground that the Commission had no juris- 
diction over rail-truck rates. 

The opinion shows no authority for the declaration that 
“the railroad promised to include the items in the tariffs here- 
after.” (See Traffic World, March 19, p. 620.) The case was 
tried before the judge without a jury, upon consent of the 
parties. 

Judge Anderson, in announcing his conclusion that the 
government had failed to make a case against the Cotton Belt 
for the manner in which it conducted business in connection 
with the transportation company, said that the testimony showed 
that there was a connection, perhaps, between the transpor- 
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tation company and the Cotton Belt Railroad but that it was 
a legitimate connection. 

“It is a desperate effort,” he continued, “on the part of the 
railroad company, in another manner, to conserve its freight 
business, that is, to take advantage of the trucking and bus 
business which has ruined its short haul business, of this and 
other railroad companies. Certainly if it were an independent 
company whose stock was not owned by the railroad company, 
there could be no charge against the Cotton Belt. I find, and 
it seems to me that the record establishes clearly that this 
transportation company was a legitimate corporation, legiti- 
mately formed, and not a blind to enable the Cotton Belt Rail- 
road to violate the federal law or to allow rebates ...I am 
not convinced, by any means, that the Cotton Belt was engaged 
in rebating.”’ 


WARNING TO TRAFFIC MANAGERS 


A letter written by Commissioner Aitchison to John S. 
Burchmore, Chicago, Ill., gives warning to traffic managers who 
may have been approached with a view to their becoming ‘“com- 
mercial agents” of railroads with compensation in the form of 
commissions on freight obtained by them for the employing 
railroad. Aitchison does not say that the commissions would 
be rebates; he merely says such things, if the facts warranted, 
would be presented to the grand jury “with a view to having 
indictments brought under the Elkins act,” the anti rebate law. 
The letter follows: 


I have before me your letter of the 12th, in which you state 
that the traffic manager of one of your clients, a concern of con- 
siderable importance, has advised you of a request that he accept 
appointment as “commercial agent” for a railroad company whose 
lines are in a distant state, his compensation to be paid at the 
rate of a certain sum per car on all of the carload traffic for 
which he secures routing over the employing railroad, and con- 
cerning which your views were requested as to the legality of 
such employment. 

You advise the traffic manager that it was your opinion that 
such an arrangement would involve a certain violation of the 
spirit, if not the letter, of the Elkins act and of the interstate 
commerce act. You were then informed that the arrangement in 
question had been made with at least two other traffic managers 
connected with industries and that it has applied on the traffic of 
their individual concerns. You further state—“It is further indi- 
cated that these facts are well known to your division of inquiry 
which has not taken any steps to indicate the Commission’s dis- 
approval.” The director of the bureau of inquiry advises me that 
he has no specific information concerning practices of this kind. 

You then inquire if the Commission has made any rulings 
or announcements on this question, and whether it is my view 
that a railroad employe engaged in the solicitation of traffic may 
properly be compensated by a commission on the carload traffic 
of any industry with which he has any personal connection, even 
— such commission does not pass to the shipping concern 
tself. - 
The provisions of the Elkins act are broad and drastic. If 
a situation of the kind you mention were brought to our attention 
it would be investigated, and if the facts devleoped upon such 
investigation warranted such action, the matter would be pre- 
sented through the proper channels to the grand jury with a view 
to having indictments brought under the Elkins act. See United 
States vs. Milwaukee Refrigerator T. Co., 145 Fed. 1007, United 
States vs. Delaware, L. & W. R. Co., 152 Fed 269. 

In this connection it might also be well to call your atten- 
tion to the fact that matters of this kind will be gone into by 
the Commission in Ex Parte 104, Part IV, dealing with traffic 
expenses. 


Mr. Burchmore’s letter to the Commission gave no par- 
ticulars other than those reflected in Commissioner Aitchison’s 
reply, except to state that the concern whose traffic manager 
initiated the inquiry was one for which his firm had never filed 
an appearance with the Commission. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended March 19 
totaled 584,634 cars, the highest loading for any one week so 
far this year, according to reports filed by the railroads with 
the car service division of the American Railway Association. 

This was an increase of 9,153 cars above the preceding 
week, but a decrease of 156,619 cars below the corresponding 
week in 1931 and 290,751 cars under the same period two 
years ago. 

Revenue freight loading by districts the week ended March 
19 as compared with the corresponding period of 1931 was 
reported as follows: ; 


Eastern district: Grain and grain products, 5,286 and 5,572; live 
stock, 1,467 and 1,799; coal, 32,257 and 32,059; coke, 2,819 and 2,140; 
forest products, 1,585 and 2,180; ore, 356 and 787; merchandise, L. C. 
L., 49,461 and 59,326; miscellaneous, 44,907 and 63,941; total, 1932, 
138,138; 1931, 167,804; 1930, 199,441. 

Allegheny district: Grain and grain products, 2,868 and 3,067; 
live stock, 1,300 and 1,430; coal, 32,118 and 34,657; coke, 2,622 and 
3,893; forest products, 1,015 and 1,450; ore, 260 and 940; merchandise, 
L. C. L., 38,958 and 47,185; miscellaneous, 37,492 and 59,132; total, 
1932, 116,633; 1931, 151,754; 1930, 180,089. 

Pocahontas district: Grain and | iy products, 282 and 259; live 
stock, 43 and 23; coal, 28,804 and 27,675; coke, 219 and 275; forest 
products, 592 and 944; ore, 38 and 110; merchandise, L. C. L., 5,310 
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and 6,239; miscellaneous, 4,476 and 6,663; total, 1932, 39,764; 1931, 
42,188; 1930, 46,842. 

Southern district: Grain and grain products, 2,682 and 3,922; live 

stock, 810 and 1,138; coal, 17,615 and 17,128; coke, 274 and 525; forest 
products, 6,562 and 10,677; ore, 398 and 785; merchandise, L. C. L., 
32,302 and 37,488; miscellaneous, 29,256 and 51,122; total, 1932, 89,899; 
1931, 122,785; 1930, 142,042. 
_ Northwestern district: Grain and grain products, 6,698 and 8,763; 
live stock, 4,401 and 6,426; coal, 7,038 and 5,658; coke, 716 and 965; 
forest products, 4,900 and 9,365; ore, 166 and 408; merchandise, L. C. 
L., 21,621 and 27,301; miscellaneous, 21,367 and 27,506; total, 1932, 66,907; 
1931, 86,392; 1930, 108,087. 

Central Western district: Grain and grain products, 8,618 and 

11,642; live stock, 6,557 and 8,869; coal, 9,047 and 7,644; coke, 113 and 
121; forest products, 3,159 and 5,306; ore, 1,839 and 2,489; merchandise, 
L. C. L., 25,844 and 29,677; miscellaneous, 30,113 and 42,239; total, 
1932, 85,290; 1931, 107,987; 1930, 125,459. 
_ Southwestern district: Grain and grain products, 3,433 and 5,399; 
live stock, 1,601 and 1,764; coal, 4,188 and 3,150; coke, 76 and 76; 
forest products, 2,494 and 4,028; ore, 210 and 397; merchandise, L. 
C. L., 13,700 and 15,011; miscellaneous, 22,301 and 32,518; total, 1932, 
48,003; 1931, 62,343; 1930, 73,425. 

Total, all roads: Grain and grain products, 29,867 and 38,624; live 
stock, 16,179 and 21,449; coal, 131,067 and 127,971; coke, 6,839 and 
7,995; forest products, 20,307 and 33,950; ore, 3,267 and 5,916; mer- 
chandise, L. C. L., 187,196 and 222,227; miscellaneous, 189,912 and 
283,121; total, 1932, 584,634; 1931, 741,253; 1930, 875,385. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1932 1931 1930 
Four weeks in January............ 2,269,875 2,873,211 3,470,797 
Four weeks in February........... 2,245,325 2,834,119 3,506,899 
Week ended March 5............. 559,439 723,215 873,716 
Week ended March 12............ 575,481 733,580 881,308 
Week ended March 19............ 584,634 741,253 875,385 
MN io hire aswaeeasuegewaswas 6,234,754 7,905,378 9,608,105 


SIX-HOUR-DAY INVESTIGATION 


Acting under the joint resolution passed by Congress and 
approved by President Hoover directing it to investigate what 
would be the effect on operation, service and expenses of apply- 
ing the principle of a six-hour day in the employment of all 
classes and each particular class of railway employes because 
of such application, the Commission has instituted a general 
investigation entitled Ex Parte No. 106, six-hour day investiga- 
tion. The Commission is required to report to Congress on or 
before December 15, 1932. 

The proceeding has been set for hearing May 11 at the 
office of the Commission in Washington, D. C., before division 
6. The order of procedure, so far as now determined, will be 
as follows: 


(a) Common carriers by railroad subject to the interstate 
commerce act will first be called upon to present by qualified wit- 
nesses evidence as to what would be the effect upon operation, 
service and expenses of applying the principle of a six-hour day 
in the employment of all classes and each particular class of 
railway employes because of such application, and (b) after the 
carriers have been heard, representatives of “each particular 
class of railway employes” who are qualified to testify as to the 
subject matter of this investigation will be heard. 

Upon completion of such hearings, the Commission will decide 

and announce the order of its further procedure. 
: Because of the time limit set by the Congress, and in the 
interest of orderly procedure, the parties should advise the com- 
mission on or before May 4 who will testify in their behalf, the 
subject or subjects to be discussed, and the approximate amount 
of time which will be required for presentation of their direct 
evidence. 

All correspondence in this proceeding should be addressed to 
the secretary of the Interstate Commerce Commission, Washing- 
ton, D. C., and should refer to Ex Parte No. 106. 


FEDERAL TRAIN CREW BILLS 


Senator Wheeler, of Montana, and Representative Shallen- 
berger, of Nebraska, have introduced S. 4234 and H. R. 10885, 
bills to promote the safety of employes and travelers on rail- 
roads by compelling common carriers by railroad engaged in 
interstate commerce to man locomotives, trains and other self- 
propelled engines or machines with competent employes, to 
provide the least number of men that may be employed on 
locomotives, etc., and to provide qualifications for certain em- 
ployes. 


COMPETITIVE BASIS OF MAKING RATES 


A meeting for the formulation of a national program look- 
ing to a restoration of a competitive basis of rate making, in 
contrast to the making of rates on mileage scales, has been 
called by the St. Louis Shippers’ Conference for April 6, at the 
Hotel Sherman, Chicago. A letter sent out by the association 
in December, enclosing a copy of a program for transportation 
legislation designed to eliminate, to as great an extent as pos- 
sible, the mileage basis of making freight rates, according to 
the announcement, brought replies indicating ‘a nation-wide 
interest in the matter of opposition to the making of freight 
rates on a mileage basis.” The announcement is signed by 
W. E. Rosenbaum, chairman of the association’s legislative 
committee. All shippers and others interested in the program 
are invited to the Chicago meeting. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Trafic World Washington Bureau 


Grain has come back into the full cargo market in the last 
few days, a week’s business netting seven fixtures, three of 
them from Montreal. Though all of the latter were closed at 
the low rate of 8 cents, Antwerp-Rotterdam basis, the renewed 
activity is encouraging to freight brokers after a long period 
of dullness. Business in other divisions which have been active 
recently continued good as far as volume is concerned, with 
the exception of the tankers market, which registered a decrease 
in the number of fixtures reported. 

Two of the Montreal grain fixtures were for Antwerp-Rot- 
terdam with option of Havre or Dunkirk at 1c higher, one for 
first half and the other last half April loading. The third fix- 
ture was for Sweden or Finland on the basis of 12%c for one 
and 18c for two ports of discharge. Three steamers were 
taken from the Gulf to Greece for middle April and a 7,000-ton 
vessel was closed for a cargo from Boston to Bahia and/or 
Rio at 13s for one and 138s 6d for two ports for first half of 
April. 

Charterers continued to engage tonnage for the trans- 
atlantic sugar trade at rates that varied little from previous 
levels. An unusual fixture in the sugar trade was that of a 
small Norwegian steamer from Cuba to Chicago for refined 
sugar on the basis of 30c for last half of April. 

Most of the time charters were for the West Indies trade, 
no long voyages being contracted for. The only fixture of in- 
terest in the tankers trade was an 8,500-ton motorship to carry 
crude from the Gulf to the Continent on the basis of 8s 6d for 
April-May. 

The Southgate Nelson Corporation, managing operator of 
the American Hampton Roads Line and Yankee Line, announces 
that it will take over operation of the Oriole Lines with the 
sailing of the SS Clairton from Baltimore April 11, Hampton 
Roads the thirteenth, New York the sixteenth and Boston 
the eighteenth to Manchester, Liverpool and Cork, and the 
SS Coelleda from Baltimore April 14, Hampton Roads the 
sixteenth and New York on the nineteenth to Glasgow, Belfast 
and Dublin. Until further notice bookings will be made 
through the present office of the Oriole Lines. 


ABOLITION OF SHIPPING BOARD 


Senator King, of Utah, has introduced S. 4214, a bill to 
abolish the Shipping Board and the Merchant Fleet Corporation 
and to provide for the disposal of their assets and winding up 
of their affairs. The senator regards the board and its ship- 
Ping agency as unnecessary bureaus of the government. 


VACANCY ON SHIPPING BOARD 


The Traffic World Washington Bureau 


Friends of George W. Edmonds, manager of the Port of 
Philadelphia Ocean Traffic Bureau, and formerly a member of 
Congress, when he was active in the affairs of the House 
merchant marine committee, who have urged his appointment as 
a member of the Shipping Board to fill the vacancy caused by 
the death of Commissioner Plummer, have been advised that 
Mr. Edmonds, for geographical reasons, is not eligible for the 
appointment because Pennsylvania does not touch the Atlantic 
ocean. 

The merchant marine act provides that two commissioners 
shall be appointed from the states touching the Pacific ocean, 
two from the states touching the Atlantic ocean, one from the 
states touching the Gulf of Mexico, one from the states touching 
the Great Lakes, and one from the interior, and not more than 
one shall be appointed from the same state. 

Commissioner Plummer was credited to the state of Maine, 
and his successor must come from a state touching the Atlantic 
ocean, as the remainder of the members of the board came 
from the other sections of the country specified in the law. 
Chairman O’Connor is credited to the state of New York, which 
touches both the Atlantic Ocean and the Great Lakes. His 
appointment has been credited to New York as a Great Lakes 
state instead of an Atlantic Ocean state. Commissioner Cone 
Was appointed from the state of Florida, as a state touching 
the Atlantic ocean. 

The names of several New York shipping men have been 


mentioned in connection with the vacancy but’ an appointment 
from that state is barred in view of the fact that Mr. O’Connor 
comes from that state and the law provides that not more 
than one commissioner shall be appointed from the same state. 

Representative Underhill, of Massachusetts, has been men- 
tioned for the place. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the 
Shipping Board: 


1854—Gulf Pacific Mail Line, Ltd., with Silver Line, Ltd.: Agree- 
ment covers through shipments from Oriental ports served by Silver 
Line to United States Gulf ports served by Gulf Pacific Mail Line, 
with transhipment at San Francisco or Los Angeles Harbor. Through 
rates from Oriental base ports are to be same as applicable direct 
line conference rates. In respect to traffic originating beyond Oriental 
base ports of loading of Silver Line that carrier is to receive the 
expense of transporting shipments from point of origin to shipside 
in addition to its proportion of the through rates from base ports. 
Cost of transhipment on all traffic is to be absorbed by the lines in 
equal proportion. 

1878—Cosulich Line, Farber Line, Export Steamship Corporation, 
Italian Line and Navigazione Libera Triestina with Baltimore Mail 
Steamship Company: Covers agreement by Baltimore Mail Steamship 
Company to maintain the direct line conference rates, terms and 
conditions in connection with transportation of through cargo from 
North Atlantic ports of the United States to West Coast of Italy 
ports carried on vessels of Baltimore Mail Steamship Company to 

amburg and transhipped thence to West Coast of Italy ports of 

destination. 

1882—Baltimore Insular Line, Inc., with Nelson Steamship Com- 
pany: Agreement covering through shipments of canned goods from 
Porto Rican ports of call of Baltimore Insular Line to regular ports 
of call on the Pacific Coast of Nelson Steamship Company, with 
transhipment at Baltimore. Any transfer charges at Baltimore are 
to be paid by the participating carriers. 

Agreement Modified 


1449-1—-Quaker Line with Bull Insular Line, Inc.: The agreement 
modifies agreement approved by the board February 4, 1931, which 
covers through shipments of canned goods, dried fruit, beans and 
peas from Pacific Coast ports of call of Quaker Line to designated 
Porto Rican and Virgin Islands ports. By the modification it is pro- 
posed to establish a through rate on shipments of canned salmon to 
Porto Rican ports; such through rate and cost of -transhipment to 
be apportioned on the same basis as through rates under the present 
agreement are apportioned. The same surcharge in connection with 
Arecibo and Naguabo and landing charge as respects San Juan to 
apply as in the agreement previously approved. 


PINEAPPLE RATE CONFLICT 


The Shipping Board has held a conference with lines in- 
terested in carrying pineapples from the Hawaiian Islands to 
the United States with a view to composing differences of view 
which caused, according to the allegation of some of the parties, 
one line, operating government owned ships, to make rates too 
low on the traffic in question. The question of rates on pine- 
apples has been a troublesome one for a long time. 


NEW PANAMA MAIL LINERS 


The “Santa Rosa,” the first of four new ships for the 
Panama Mail service of the Grace Lines, was launched March 
24 at Kearny, N. J. These new ships, alike in all respects, 
with the exception of their interior furnishings, will open a 
new and rapid passenger, mail, and freight service between 
the east and west coasts of the United States, from New York 
to Los Angeles and San Francisco, via the Panama Canal, with 
additional stops at Havana, Cartagena, Acapulco, and other 
Central American ports. Each of these new ships will be 508 
feet long with a beam of 72 feet. Each has a displacement of 
approximately 16,000 tons and will be able to maintain a speed 
of 18 knots or more. All will have a large cargo capacity so 
arranged as to facilitate handling of freight by means of 
specially designed winches and will have refrigerated spaces 
for perishable cargo. 


IMPROVEMENT OF WATERWAYS 


Major General Lytle Brown, chief of engineers, has sub- 
mitted to Secretary of War Hurley a report on the Columbia 
River and minor tributaries, which has been transmitted to 
Congress, in which it is recommended that the project for the 
improvement of navigation on the lower Columbia River be 
as heretofore adopted or recommended. A further recommenda- 
tion is that the existing projects for the improvement of the 
river between Vancouver and the mouth of Snake River be 
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modified to provide for construction by the federal govern- 
ment of locks and an enlarged channel at an estimated cost 
of $16,100,000, with $300,000 annually for maintenance and 
operation. 


“HIDDEN” U. S. BARGE COSTS 


A discussion of alleged “hidden” costs of the Inland Water- 
ways Corporation, the government barge line agency, the first 
of the kind that has been made public, has been issued by 
Major General T. Q. Ashburn, president of the corporation. 

Interest and taxes are discussed in the statement which was 
prepared by Guy Bartley, secretary-treasurer, of the corpora- 
tion, in reply to a discussion of the same subject by Samuel S. 
Wyer, consulting engineer, of Columbus, O. Mr. Bartley’s state- 
ment is entitled, “Accountant vs. Engineer, Disclosed and Hid- 
den Costs of Inland Waterways Corporation.” 

A summary of the disclosed and hidden costs taken from a 
chart prepared by Mr. Wyer, according to Mr. Bartley, follows: 

Hidden costs, mills a ton mile—Tax exemption, 0.60; main- 
tenance of waterway, 1.61; interest and sinking fund on water- 
way, 3.21; interest on corporation property, 0.59; total, 6.01. 

Disclosed cost—Cost given to the public paid by shippers, 
4.03; total hidden and disclosed costs, 10.04. 

Mr. Bartley comments on the foregoing items of cost as 


follows: 
Tax Exemption 


If we were required to pay .6 mills per ton mile for taxes 
this item would have amounted to $842,668.25 for the year 1928. 
Our total operating revenues on the Mississippi River for 1928 
amounted to $5,847,929.89. Our tax expenses on this basis would 
equal over 14 per cent of our operating revenues. 

Mr. Wyer states that 6% per cent of the railways income 
went to taxes. I find by reference to “Statistics of Railways in 
the United States for the year ended December 31, 1928’ prepared 
by the Bureau of Statistics Interstate Commerce Commission, 
Statement No. 33 on Page LIII, that Class I steam railways for 
all districts had railway tax accruals equal to 6.37 per cent of 
total operating revenues. 

If our taxes for 1928 were figured on the same basis the 
amount would have been $372,513.13, which, divided by 1,404,447,088 
ton-miles, equals .265 mills per ton mile. 

I concede the point that waterway carriers should pay taxes 
on taxable property, but there certainly is no reason why the 
Inland Waterways Corporation, whose operations are by no means 
fully developed, should be assessed at the same ratio as fully 
established railway operations. 

In a report issued by the Bureau of Statistics, Interstate Com- 
merce Commission, “Selected Financial and Operating Data from 
Annual Reports, Carriers by Water, year ended December 31, 
1929,” I found the following tax data: 


Ratio of 
Taxes 
Total to Total 
Operating Total Tax Operating 
Carrier by Group Revenues Accruals Revenues 
Atlantic and Gulf Coasts.$ 77,973,911 $1,348,476 1.73 
CPeGt TMMOB 600 ccccccces 23,865,551 343,502 1.44 
Mississippi River and 
eyo | rere 1,525,524 22,466 1.47 
PUOTEO CORRE ci cc vccsvces 28,565,429 435,752 1.53 
| negra $131,930,415 $2,150,196 1.63 


*Federal Barge Lines excluded. 


If we admit the corporation should pay taxes on the same 
basis as other water common carriers operating on the Missis- 
sippi River and tributaries, our tax bill for 1928, applicable to 
our Mississippi River operation would have amounted to $85,- 
964.57, or .0612 mills per ton mile, 

Mr. Wyer, therefore, has included in his table of costs a 
charge for taxes equal to nearly 10 times as great as what 
the charge would be if we were assessed on the same basis as 
other water carriers. 

One thing overlooked by Mr. Wyer is the fact that practically 
all of the terminal facilities used by this corporation are muni- 
cipally owned. We paid to the cities on the Mississippi River 
for the use of these facilities a total of $157,827.41 during 1928. 
Any charge for taxes on these municipally owned properties 
should be borne by the municipalities. According to Mr. Wyer’s 
system of figuring he would assess us for taxes on property on 
which we pay rental. This would be a double assessment because 
the taxes on such properties are included in the amount we pay 
for use of the facilities. 


Maintenance of Waterway 


In my opinion maintenance costs do not apply to any par- 
ticular period. In any event it does not appear equitable to 
apportion the cost of maintenance for a particular year to the 
operations of that year as representative of a normal charge for 
this item of expense, i. e., assuming that the operators on water- 
ways should bear the cost of maintenance of waterways. 

A statement prepared by the chief statistician of the army 
engineers shows the average cost of maintenance on the Mis- 
sissippi River from Minneapolis to and including South and South- 
west Passes averaged $3,267,304 per annum for the five years 
ended June 30, 1929, and the average per annum since the com- 
mencement of maintenance work was $2,361,029. 

During 1928 the total ton-miles covering Mississippi River 
traffic, including tonnage transported through the passes south of 
New Orleans, according to the army engineers, amounted to 
$4,373,575,658. On this basis the maintenance of waterways cost 
would be .54 mills per ton mile, which was calculated on the 
Sena guna cost of maintenance since the commencement of 
the work. 

Interest and Sinking Fund on Waterway 


I quote from Mr. Wyer’s pamphlet previously referred to, with 
respect to this item: 
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“The United States has advanced $135,500,000 for the Missis- 
sippi River navigation improvements which carried 2,951,045,202 
ton-miles total traffic in 1928. Four per cent interest and 3 per 
cent sinking fund for retiring the loan represents annually: 

7% of $135,500,000 = $9,485,000 = 9,485,000,000 mills. 


Hidden interest and sinking) _ 9,485,000,000 = 3.21 mills” 
fund on waterway per ton-mile ) — 2.951.045,.202. 


If the water line operators on the Mississippi River are re- 
quired to provide a sinking fund to cover the cost of these 
improvements, then in that event such improvements would in 
effect belong to the carriers and would be carried in their 
accounts as an investment to be written off over a long term 
of years measured only by the length of time such carriers con- 
ducted their operations, 

Mr. Wyer has assumed that the cost of these improvements 
will be covered by sinking fund provision in 33% years. If this 
$135,500,000 cost of improvements is to be considered as a loan 
to the carriers to be repaid (in annual installments, I assume) 
in 33% years, certainly the amortization of the principal could 
not be considered a proper charge to operating expenses. 

An important point evidently overlooked by Mr. Wyer in his 
calculation is the fact that the principal would diminish each 
year, thereby reducing the average annual interest charge ap- 
proximately 50 per cent. 

This would reduce this fictitious charge to .62 mills, which 
figure I have determined by using the average annual interest 
and the total ton-mile traffic reported by the army engineers on 
the Mississippi River for 1928. 


Interest on Corporation Property 


When our operations have reached the stage of development 
contemplated by the act creating the corporation, and acts amenda- 
tory thereto, and provided the operations are yielding a return in 
sufficient size to attract private capital, then the return on the 
investment will be reflected in the surplus account of the 
operator. 

I am unable to reconcile the amount stated by Mr. Wyer of 
$21,000,000 capital loaned to the corporation, the interest on 
which he has charged entirely to the Mississippi River operation. 
Our’ annual report for 1928 showed a total investment by the 
United States government at December 31, 1928 of $17,356,860.98. 
(See comparative balance sheet on page 25 of 1928 report.) 

Schedule No. 3 on page 28 of our 1928 report shows the value 
of the property_and equipment in service on both divisions of 
the Mississippi River which aggregated $13,293,457.67. Four per 
cent on this amount for one year equals $531,738.31, which divided 
by 1,404,447,088 ton-miles, reflects an average cost of .38 mills 
per ton-mile. 

_ I assume Mr. Wyer will want to charge us with interest on 
river navigation improvements in lieu of a sinking fund charge. 
This would be a ridiculous contention. We might as well expect 
the government to sell the river itself as to expect the boat 
operators to pay for the improvements. 


Disclosed Cost 


The figure of 4.03 mills per ton mile quoted by Mr. Wyer.is 
correct and represents the amount per ton mile received by us 
for transportation of freight during 1928. An important item 
overlooked, or at least omitted by Mr. Wyer, was the net income 
from our operations on the Mississippi River which amounted 
to $464,123.58 for the year 1928. ; 

The Inland Waterways Corporation is owned by the United 
States, and if the people of the United States are to be charged 
with the amount received by us for transportation charges, they 
certainly should be credited with what we have left after paying 
all operating expenses. This procedure would reduce this so- 
called disclosed cost to 3.7 mills per ton-mile. 


Recapitulation and Comparison 


I am showing below a recapitulation of the items of cost as 
I have figured them, compared with those published by Mr. Wyer. 


Revised Mr. Wyer’s 
Costs Costs 
ee NGO | a6: 3 05 6009 00 6 o 020.2 Ow So Ke .06 -60 
Maintenance of Waterway.........sseeesee .54 1.61 
Interest on Waterway Improvements..... .62 3.21* 
Interest on Corporation Property......... .38 -59 
CORE BVO BS PEs 66 vi ccccdkccececescess 3.70 4.03 
DED £210b4s5506 eran ndaasacsionee - 5.30 10.04 


*Provision for sinking fund for retirement of loan for Mis- 
sissippi River navigation improvements included in Mr. Wyer’s 


costs, 
Hidden Savings to the Public 


Mr. Wyer in his effort to disclose hidden items apparently 
only viewed one side of the ledger. He did not take into con- 
sideration the very important credit item enjoyed by the public, 
represented by the saving in freight charges, i. e., the difference 
between the total freight charges paid to this corporation and the 
amount that would have been paid if the shipments had moved 
all rail. Our records show this item alone amounted to 1.77 mills 
per ton mile in 1928 

If Mr. Wyer’s system of including so-called hidden costs 
against this publicly owned transportation line is correct, then 
he certainly can not object to including this hidden saving to 
the public. By all rights this saving of 1.77 mills per ton mile 
should be deducted from the total cost per ton mile of our 
Mississippi River operation; but I am holding this in reserve to 
apply to any other items which Mr. Wyer or some other misin- 
formed gentlemen may later claim should be included. 


Conclusion 


I notice the pamphlet issued by Mr. Wyer “Study of Inland 
Waterway Situation” was prepared for the Fuel-Power-Transpor- 
tation Foundation, 1116 Beggs Building, Columbus, Ohio. On 
the cover page of this pamphlet appears the following: 

“This Foundation is conducted as an independent organization 
by the following executive committee: Samuel P. Bush, retired 
manufacturer; C. A. Dyer,.farmer, representing the Ohio State 
Grange and the Ohio Farm Bureau Federation; Warren F. Perry, 
executive secretary, Ohio Manufacturers’ Association. 

A circular accompanying the pamphlet referred to, which I 
have seen, states: “The following may be obtained free, single or 
in quantities, for use of classes or teachers from Fuel-Power- 
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OUR SERVICE BUREAU 
throws the spotlight on 


Your Car 


An emergency comes suddenly from a clear sky. The question is, 
“Where is my freight right now?” Dollars depend upon the answer. 








The traffic manager of a grain company is on the phone. A car of 
grain in transit to Chicago has been sold to a customer in another 
city, subject to delivery on a certain day. The market is declining. 


Instantly the “spotlight” of the Illinois Central System's Service Bureau 
flashes into life and begins to revolve, making a sweep of the rail- 
road. Yards, junctions, passing points—on all it lingers momentarily. 
At last it comes to rest unerringly on that which it has sought. 


Within minutes the car has been located and diverted for an assured 
delivery upon the contract date. The traffic manager is informed 
the same day he called and before he has had a chance to begin 
to worry. 

« « « 


The lilinois Central Service Bureau “eats up” emergencies like that. 
Courteous employes with special training have at their disposal 
every facility for rendering a service that is sometimes beyond 
price—but for which there is no extra charge. 


Patrons are invited to 


Sh I Pp vi ad make use of this service 
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1116 Beggs Building, 


FL eon. eta ee ,Zducational Foundation, 
Study of Inland Water- 


Columbus, Ohio. 

Among the items listed appears, “13. 
way Situation.” 

It seems too bad that the attempt should be made by certain 
interests to instill in the minds of the rising generation such 
inaccurate and misleading data as that prepared by Mr. Wyer. 
Students are entitled to the truth and incorrect data taught 
them is calculated to bias their minds in the direction desired. 

The only true items of cost which any water line operator 
would have to consider would be taxes, interest on the invest- 
ment and cost given to the public, which according to the fore- 
going revised table would amount to 4.14 mills per ton mile, and 
this does not take into consideration the saving to the public 
amounting to 1.77 mills per ton mile. 


MIDWEST ADVISORY BOARD 


Prospective carloadings in the second quarter of the year 
for the territory of the Mid-West Shippers’ Advisory Board will 
be estimated by commodity committee chairmen at the twenty- 
seventh regular meeting of the board at the Palmer House, 
Chicago, April 7. Railroad representatives will report on the 
condition of the lines to handle the anticipated traffic, and 
various committee reports will be received. 

The meeting will be opened by Lawrence Farlow, general 
chairman of the board, and his remarks will be followed by a 
report of the executive committee, R. D. Waller, secretary. 
General transportation conditions will be reviewed by L. M. 
Betts, manager of the car service division, American Railway 
Association, and W. D. Beck, district manager, will discuss 
matters of local interest. 

An address will be made at the morning meeting by R. V. 
Fletcher, vice-president and general counsel, Illinois Central. 
At a luncheon to follow the morning session, Bernard W. Snow, 
crop statistician, Chicago, will be the principal speaker. 


ATLANTIC STATES BOARD 


“The last six months have indeed been the most trying 
period in the current depression for those who have endeavored 
to obtain an accurate picture of near term business trends,” 
said the report of the banking committee submitted at the 
twenty-ninth regular meeting of the Atlantic States Shippers’ 
Advisory Board at Newark, N. J., March 24. “Developments in 
business and industry have been such as to create alternate 
waves of favorable and unfavorable sentiment rather severe in 
intensity. To this must be added the conflicting phases of the 
foreign situation—not only those confined within a nation’s 
borders, but internationally as well.” 

It is difficult to make any prediction as to the volume of 
business for the second quarterly period, said the report. “The 
general outlook, compared with current business,” it stated, 
“is fair. Car supply and railroad service are, as usual, good.” 

R. W. Barrett, vice-president of the Lehigh Valley, who 
addressed the luncheon in connection with the meeting on 
“Railroad Prophets and Profits,” declared that only by stabiliz- 
ing relations between different forms of transportation could 
stabilization of railroad securities be secured and railroad pros- 
perity restored. While offering no solution for the situation 
confronting the railroads, he urged the 400 or more attend- 
ing the meeting to give serious attention to the questions at 
issue. 

For fifty years or more, he pointed out, railroad bonds were 
considered the most stable form of investment in the zountry— 
so much so that railroads issued bonds for a hundred years, 
and one company in perpetuity. He pointed out that savings 
banks, insurance companies, estates, and other institutions were 
deeply interested in stabilization of railroad investments. 

A number of prominent railroad executives were at the 
speakers’ table at the luncheon. 


GREAT LAKES BOARD 


The ninth annual meeting of the Great Lakes Regional 
Advisory Board was held at the Commodore Perry Hotel, Toledo, 
March 23. Approximately 500 industrial leaders and railroad 
executives were in attendance. The meeting was presided over 
by J. W. Montigney, traffic manager of the Cleveland Tractor 
Company, Cleveland, and was devoted to discussion of economic 
as well as transportation problems. Reports of basic commod- 
ities originating in the board territory anticipated a decrease 
in the number of carload shipments in the second quarter of 
this year, in comparison with loadings in the same quarter of 
1931, but indicated an increase over the previous quarter of 
this year. A total of 326,804 cars was estimated for theecoming 
quarter, in comparison with 289,114 carloads for the previous 
quarter and an actual loading of 430,454 cars in the corre- 
sponding quarter of 1931. 

This decrease over the previous year was attributed only 
in part to general business conditions by the various committee 
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chairmen—other reasons being that consumers were buying in 
smaller quantities and that other forms of transportation were 
being used for the movement of tonnage throughout the territory. 

John Hart, executive vice-president of the First Wayne 
National Bank, Detroit, and chairman of the banking committee 
of the board, in his report said: 


Savings deposits in any community reflect to a marked degree the 
welfare of its people and it may be interesting to note that they now 
stand at $306,000,000 as compared with $302,000,000 the first of the 
year, evidencing the fact that the downward trend throughout the 
year 1931 has been reversed. It may also be interesting to note that 
the unusually large increase in U. S. Postal savings deposits in this 
district in the last six months of 1931 has stopped and savings funds 
are apparently now going back to the banks. 


After discussion of a recommendation of the executive com- 
mittee that the board go on record as supporting repeal of the 
recapture clause of the transportation act of 1920, the board 
voted unanimously to approve the recommendation and to seek 
retroactive repeal. It was pointed out that the repeal of this 
clause would remove a contingent liability of $378,000,000 against 
the rail carriers, Which would do much to improve their financial 
status. 

A resolution was also adopted, unanimously, condemning the 
suggestion by Director of Service Bartel to the Commission that 
the prerogative of routing freight be taken away from the 
shipper and vested with the originating carrier. 

Carl R. Gray, Jr., vice-president of the Chicago, St. Paul, 
Minneapolis and Omaha, using as his subject, “A Few Funda- 
mentals,” said, in part: 


Some people seem to feel that the steam railroads are seriously 
threatened with decadence. I cannot agree with that as a general 
principle, or a fundamental. Steam railroads have and always will 
be the backbone of the transportation system of America. We are 
today undergoing a transportation revolution, but, ultimately, will 
come out of it a system of national transportation which will serve 
the public and provide for the owners thereof an adequate and 
reasonable return upon the money which they have invested in it. 
While it is true that a very vast volume of traffic has been taken 
from the rail carriers by other forms of transpertation, it is equally 
true that there has been a gigantic decline in ,me goods offered for 
transportation by any form. It is my earnest belief and fervent 
prayer that the generally fair-minded attitude of the American 
public will assert itself, and that all forms of transportation will be 
dealt with as a national problem. 


He deplored the entrance of government into competition 
with its citizens in business and over-centralization of all gov- 
ernment in Washington. 

The annual election was held and the following were re- 
elected: President, J. W. Montigney, traffic manager, Cleveland 
Tractor Company; vice-president, Clare B. Tefft, traffic commis- 
sioner, Chamber of Commerce, Toledo; general secretary, Frank 
H. Baer, traffic commissioner, chamber of commerce, Cleveland; 
chairman of the executive committee, L. M. MacPherson, traffic 
manager, American Seating Company, Grand Rapids, Mich. 

A summary of car requirements for the second quarter, in 
comparison with loadings in the same period last year, follows: 


uarterly total 





Carloads Estimated 
Actual Estimated Increase Decrease 
Classification 1931 1932 % % 
3 ea er 18,269 16,000 rele 12.4 
Flour, meal and other mill 

Oe ee eee 0,234 37,800 6.0 
Hay, straw and alfalfa........ 6,096 4,900 pene 19.6 
Ener ITSO FPUNS. wks sceccscce 386 350 ieee 9.3 
POCRCOES cccicccoceys VT ere 983 1,750 78.0 ee 
Other fresh vegetables........ 616 550 Sie 10.7 
BetOO MOOG os6sc.c0catbbndtecees 5,882 5,530 anise 5.9 
Coal GMA COORG... ccSsh ss cdcescis 11,907 10,000 16.0 
Ore and concentraté8......... 48,838 31,800 34.9 
Gravel, sand and stone....... 55,360 39,066 29.4 
are eee 8,184 7,500 nee 8.4 
Lumber and forest products.. 5,146 4,000 oe 22.3 
Petroleum and petroleum 

RE ree 22,634 22,600 wae a aa 
Sugar, syrup and molasses.... 619 550 pune aa. 
i | eae 39,450 35,000 eae 11.3 
Machinery and boilers......... 5,066 3,700 ohieve 27.0 
MEE. ealnsecdeentadesowe tied 8,815 7,200 nas 18.3 
Brick and clay products....... 5,545 4,000 sides 27.9 
LAGOS ORE PINSIEL. . .scccccccece 11,256 9,000 ies 20.0 
Agricultural implements and 

vehicles other than auto- 

RE Sree ae ,526 1,100 27.9 
Automobiles, trucks and parts 93,557 67,368 ere 28.0 
Fertilizers, all kinds........... 6,928 5,750 sian 17.0 
Paper, paperboard and pre- 

Se ere 9,859 8,000 18.9 
Canned goods—All canned 

oe eee 3,298 3,290 

Total all commodities listed. 410,454 326,804 bie 20.3 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffle files are up-to-date. 
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PENCILS ARE CUTTING COSTS 


NEXT WEEK inland waterways open for East 
and West shipments. * * Save 20% to 40% 
this year by water transportation. * * Sea- 
board-Great Lakes specializes in dependable 
transportation and distribution at lowest cost. 


* * Service to all points is absolutely reliable. 


Important Note : — There isn’t space here to print information about 
rates for every product, but if you are interested in saving money, what- 
ever you ship, write for rates on your product. 


STUDY THIS MAP—SEE WHERE YOU CAN SAVE 
oN? 
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ment between Great Lakes Ports and New 
York, Philadelphia, Boston, Baltimore, etc. 
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SEABOARD-GREAT LAKES CORP. 
21 West St., New York, N.Y. * La Salle-Wacker Bldg., Chicago, Il. 
E. H. Munpy & Co., Ltp., General European Agent, London, England 
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THE ONLY DIREC q 
PORT OF NEW Yb 


SERVING WIT! 


Substantial saving in freight 
rates via all-water route with- 
out any transshipment. 


Our service extends also to 
and from upper lake points as 
far as Chicago and Duluth by 
transshipment at Buffalo. 


Largest and best fleet of 
barges operating on the canal 
and Great Lakes. 


e . 
‘eee 


Cargo holds as clean as any DETROIT wa 


first class cargo vessel, and 
absolutely weatherproof. 


vy a din 
Our boats are especially TOLEDO all ta A ain 
adapted to quick handling of S4Npy ay "Brain 

bulk commodities. 


For Rates or Ot 8 


HEDGER TRANSPOF 


P > ¥- rropues & oeanes CHAMBER. OF § BUILDING 21 West Stre ' 
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(BARGE SERVICE 
Jous GREAT LAKES 
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Only barges built to navigate 
both Canal and Great Lakes. 


Facilities. available at Canal 
Terminal points for storing, 
-handling and distributing 
cargoes. 


Barges always available for 
prompt loading at Cleveland, 
Toledo, Detroit and Buffalo. 


Cargo received on board 
alongside dock at lake ports 
and delivered to alongside 
steamers or consignees’ dock 
in the port of New York. 


Cargo also received for safe 
ports on Long Island Sound. 
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re York, N,. Y. WHITEHALL 4-0420 BONDED CARRIER 
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Motor Vehicle Transportation 





MOTOR VEHICLE REGULATION 


The Trafic World Washington Bureau 


When W. H. Chandler, manager of the traffic bureau of the 
Merchants’ Association of New York, was winding up the presen- 
tation of his views on proposed interstate regulation of motor 
trucks before the Senate interstate commerce committee, Chair- 
man Couzens referred to the eastern consolidation four-party 
plan and invited an expression of opinion as to consolidations. 


“All the benefits of consolidation could be put in your eye, 
senator,” replied Chandler. 


The witness asserted that enough facts on which to base 
legislation were not available and “we ought to have a correct 
picture of the situation before we undertake to meddle with it.” 
He said the Commission knew nothing about construction of 
highways or the operation of motor vehicles. 


“It has been forty-five years trying to learn how to make 
freight rates and has not been able to develop anything up to 
the present time, except arbitrary bases,” continued he. “It 
is now overworked; it is asking Congress for relief and yet its 
examiner recommends that the Commission take on the monu- 
mental task of regulating thousands of motor truck companies. 

“I am, therefore, of the opinion that the Commission is not 
the proper body to put in charge of this form of transporta- 
tion, at the beginning at least. The Bureau of Roads, which has 
made a study of many of the subjects involved in this question, 
is far better equipped with experts than is the Commission. 
Congress would do well to get more data than it now has before 
it determines in what department, if any, the regulation of 
highway transportation should be placed.” 

Senator Brookhart inquired whether the railroad members 
of the Merchants’ Association approved of Mr. Chandler’s state- 
ment. ; 

“TI am afraid not,” replied the witness. 


Opposition to any regulation of the motor truck by the 
federal government was voiced by W. S. Campfield, of Staunton, 
Va., secretary of the Virginia Horticultural Society, and Jerome 
Fanciulli, executive ‘secretary of the Commercial Motor Vehicle 
Owners’ Association of the District of Columbia, and chairman 
of the executive committee of the Virginia Motor Truck Owners’ 
Association. 


Mr. Campfield said the motor truck bridged the gap between 
the producer and the consumer and made for cheaper transpor- 
tation and marketing costs. The regulation proposed would be 
most undesirable as it would restrict and interfere with motor 
truck transportation. The witness, who spoke for apple grow- 
ers of Virginia, said, with reference to the contention of com- 
mission merchants that the itinerant trucker was carrying in- 
ferior apples to market and interfering with the sale of better 
grades of apples, that the farmer and not the trucker was to 
blame for permitting culls to be taken from the farm. He said 
that in the last season it was true that the trucking of culls 
had undermined the market for better grade apples. He said 
the farmer was to blame for not throwing the culls in the hog 
pens. 

When the witness asserted that the Couzens bill would 
greatly handicap and interfere with motor truck transportation, 
Senator Couzens said the bill did not regulate motor trucks— 
that all it required was that the operator obtain a permit. He 
said there was no provision for regulation of rates of trucks. 
The witness thought the bill provided the first step toward un- 
desirable regulation and made a remark about the railroads be- 
ing behind the bill. Chairman Couzens said the railroads were 
not behind him or the bill. 

Mr. Fanciulli said the organizations he represented were 
unalterably opposed to any state or federal regulation tending 
to bring about a monopoly in motor truck transportation—that 
would bring about restrictions that would hamper the‘ free and 
untrammeled use of motor trucks. He said the organizations 
believed in regulations designed to promote safety but that the 
states should deal with that phase of the matter. He said the 
demand for the proposed legislation must come from those who 
had selfish interests. Chairman Couzens asked whether the 
witness had any selfish interest and he said he personally did 
not but admitted that those for whom he spoke had some. 
Chairman Couzens indicated that he did not agree with the 
witness in the view that the bill would impose burdensome 


restrictions on motor truck operators. Mr. Fanciulli said his 
organization did not object to regulation of the bus. 


Builders Supply Association 


“Evils of unregulated trucking” as seen by members of 
the National Builders’ Supply Association of the United States 
of America were brought to the attention of the committee 
March 26 in a statement prepared by W. W. Campbell, president, 


and read by George C. Murray, secretary of the association. The 


association represented approximately 5,000 dealers, said the 
witness. 

“When the trucking of materials from the manufacturer’s 
plant or warerooms enters the picture in the construction in- 
dustry,” said Mr. Campbell, “that minute the price level on the 
material trucked is destroyed. There remains no delivered price 
on them. No manufacturer of these commodities, no dealer, 
nor any contractor knows what the right price is on any trucked 
commodity. No two truckers have the same price for trucking 
the same material to the same destination and no two manu- 
facturers have the same price.” 

Mr. Campbell asserted that trucking was “one of the major 
causes for the chaotic condition existing in the construction 
industry today.” 

The construction industry, he declared, must have a regu- 
nme and stabilized transportation charge “on which it can 
stand.” 

“This stabilization necessary to regulate the price of mate- 
rials must come, we feel, through governmental regulation of 
all interstate commerce,” said he. “Every carrier should pub- 
lish rates to which it must adhere, and these rates, regardless 
of how the rate can be determined, must be equal. 

“Definite assurance that service be maintained is impera- 
tive, and full responsibility for goods in transit must be made 
compulsory on the part of the carrier. Neither of these require- 
ot are adequately covered under existing trucking condi- 
tions.” 


Enactment of “equitable regulations on trucking—both com- 
mon and contract carriers—as are today imposed on the rail- 
roads so that confidence may again be restored in the con- 
struction industry and in business in general” was urged by 
Mr. Campbell. 


H. S. Shertz, representing the National Team and Motor 
Truck Owners’ Association, the Pennsylvania Warehousemen’s 
Association, and the Philadelphia chapter of the Pennsylvania 
Motor Truck Association, objected to the scheme of regulation 
proposed by the Couzens bill and suggested that the Bureau of 
Public Roads rather than the Commission be directed to obtain 
information regarded as desirable in formulating any regulatory 
legislation. He said that, under the bill, notwithstanding that 
only permits would be required for trucks, the Commission 
would have the power to say who should use the highways. He 
also remarked that if regulation were placed under the Commis- 
sion the latter would have to serve two masters in that it would 
have a duty with respect to revenue of the rail carriers and 
also a duty as to the weight and size of motor trucks that would 
be permitted to operate on the highways. He indicated a 
belief that the motor vehicle officials and highway department 
officials of the states were working toward uniformity in safety 
regulations. Did such abuse in that regard exist as would 
justify federal interference, he inquired. 


Mr. Shertz questioned whether the machinery provided by 
the bill would result in obtaining the amount of tonnage diverted 
from the rails to the trucks. Chairman Couzens said the desire 
was not to find out what was taken from the rails but what 
was being handled by the trucks. He said such information was 
necessary as a foundation for rate regulation. The railroad 
problem was not the highways, said Mr. Shertz—it was much 
deeper than that. He also suggested that federal regulation 
might crush ingenuity and initiative in the trucking business. 
He suggested that there might be more moderate regulation of 
the railroads to the end that there might be more effective 
cooperation between railroads and the highways but he urged 
that no legislation be passed that would place restrictions on 
the economic value of the highways. He also raised a question 
as to whether the railroads sincerely desired to use the high- 
ways—if they did then they should be permitted to get into the 
business. It was the witness’ opinion that the railroads had 
benefited substantially as the result of the improved highways 


+. 


Se 
bu 
OF 
stc 
Se 


ar 


Ne 
shi 
all 
bo 
vic 
as 
kn 


~ 








14 April 2, 1932 The Traffic World PAGE 731 


For On-time Deliveries 
: Throughout the 


OUTHWEST 








he 
ce 
ar, 
= e ; 
ng 
{u- 

Today, as ever, the Southwest basks in traditions of the 
o Spanish pioneers—of the days when demure senoritas and 
™ bold caballeros danced together in the moonlight to mel- 
- low strains from softly strummed guitars—of the days when 
- life was languorous and cheap, and manana (tomorrow) 
c8) 
ib- was the watchword for all enterprise. But only the tradi- 
“ tion survives. For the American Southwest of today is a 
hd vast domain of action; and “manana” positively will not do. 
‘e. 
1i- 

Santa Fe Freight service, which was a factor in the up- 
“4 building of this vast empire, has made the Southwest 
1 appreciative of on-time deliveries. Throughout the twelve 
ig 

states comprehensively served by the Atchison, Topeka & 
rad Santa Fe Railway, there is a preference for having goods 
~~ arrive via Santa Fe rails, because they arrive on time. 
of 
= Nowadays, when time is the essential element between 
“ shipper and customer, Santa Fe service—one line, on time 
Te all the way—over 13,000 miles of rails—means benefit to 
1S- 
ld both. Route your next shipment to or from the Southwest 
od . ‘ : 
ld via Santa Fe. There is a Santa Fe freight man as near you 
Be as your telephone. Give him a ring. He'll be glad to 
A know and assist you. 
by 
ed 
~ . . iN RG PRR 
at 
: ID VIA 
ad 
ch 
on 
3S. 
of 
ve =. 
ed 
on , 
on 
‘h- 
he 


2d 
ys 








PAGE 732 





and trucking thereon—that the business of the railroads had 
been increased by the highway and trucking. 


Motor Bus Operators 


Arthur M. Hill, president, and S. A. Markel, chairman of 
the legislative committee of the National Association of Motor 
Bus Operators, appeared before the committee, March 28, in 
support of bus regulatory legislation. Mr. Markel made an ap- 
peal for treatment of the bus in a separate measure because 
of fear that if both the bus and truck were dealt with in one 
bill, the opposition to truck legislation might prevent final action 
at this session of Congress. He also believed that separate 
treatment was justified because comprehensive regulation of 
the bus was proposed while the proposals relating to the truck 
constituted virtually a registration measure. 

When Mr. Hill began to read a prepared statement setting 
forth at considerable length the views of the bus association, 
Chairman Couzens suggested that the statement be submitted 
for the record and that provisions in the pending bill be dis- 
cussed, adding that he wished to get a bill out at this session 
and indicating an opinion that witnesses were not taking up 
provisions of the Dill. 

Mr. Hill outlined the scope of his statement and then dis- 
cussed several provisions of the bill. Explaining that he was 
president of the Atlantic Greyhound Lines, Inc., a company he 
said was operating more than two hundred busses in the states 
of Ohio, Pennsylvania, West Virginia, Virginia, Tennessee, Ken- 
tucky, North Carolina, South Carolina, Georgia, and Florida, Mr. 
Hill said that if provisions in the bill relating to the 8-hour 
day and to two drivers on each bus became law it would cost 
his company $390,552 a year and that the result would be that 
it would be put out of business. Chairman Couzens asked 
whether the witness would favor a 6-hour day and obtained a 
negative reply. 

In asking Mr. Hill not to read his statement but to submit 
it for the record, Chairman Couzens pointed out that members 
of the committee would have to read it anyway as so few had 
attended the hearings. At this hearing Chairman Couzens and 
Senator Fess were present part of the time, the latter leaving 
before the hearing ended. Only two or three members of the 
committee have been present at the hearings on the motor 
regulation bill. There are nineteen members of the committee. 
The members of the committee not attending the hearings were 
said to be busy on other committees. 


Mr. Hill pointed out in his statement that, beginning with 
its organization in 1925, and continuing through to the present 
time, the National -Association of Motor Bus Operators had 
striven yearly to get Congress to enact a law regulating inter- 
state motor busses. As to the association’s view that busses 
should be dealt with in a separate measure, he said: 


For one thing, we think that for the most part the problems 
connected with the regulation of both of these industries are dis- 
similar and are such that they cannot be met in a practical manner 
through the application of a regulatory law the provisions of which 
are drafted to cover both. Another thing to be considered is that, 
as provided in the bill now under consideration, the motor bus would 
be regulated to the fullest extent as a public utility while the motor 
truck would not be regulated at all except for the provision requiring 
guarantee of indemnity in the way of bonds or insurance for loss 
or damage resulting from the operation of the truck. Otherwise the 
bill, as far as motor trucks are concerned, is largely a registration 
measure. We do not believe that such a measure will work to the 
satisfaction of anybody concerned and we would urge this committee 
to definitely separate motor busses and motor trucks in any regulatory 
act it reports. 


Busses and Railroads 


Under the heading, “No Quarrel With Railroads,” Mr. Hill 
said that up to December, 1930, the relations between the bus 
operators and the railroads had been harmonious but that then, 
“through no fault of ours, a concerted attack was launched by 
a number of railroads of the country against motor transpor- 
tation, with the announced intention of attempting through 
legislation to restrict the operation of motor carriers on the 
highway because of competition with rail service.’ He said 
the bus operators were in sympathy with the railroads in their 
efforts to solve some of the difficult problems confronting them, 
“for we realize the necessity in the general public interest of an 
efficient and profitable rail transportation agency. We do object 
to the efforts of many of the rail interests, in their attempted 
solution of their problems, to load upon the motor industry, 
through legislation, onerous burdens without any regard for 
the need therefor as far as the public is concerned or without 
any thought being given to the effect on the public of the 
costs they would so artificially increase.” 

In 1930, said Mr. Hill, there were a few more than 46,000 
busses engaged in common carriage of persons in both city 
and intercity service. Of the total, 32,500 were engaged in 
intercity service and of those, according to actual census, said 
he, at least 3,000 were in the touring or average passenger car 
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class. These 32,500 busses carried approximately 504,000,000 
passengers and collected some $290,000,000 in fares. They paid 
a total of $17,500,000 in taxes, said he. About 7,500 of the 
32,500 busses engaged in intercity service could be classed as 
purely interstate carriers, said he, adding, however, that because 
of arrangements for joint rates and through service nearly all 
intercity busses carried some interstate passengers. 

The total taxes paid in 1930 by both city and intercity 
operators, he said, amounted ‘to $36,100,000. Of that amount, 
about $5,000,000 was paid in general property taxes and the 
balance of $31,100,000 in special road taxes and fees, including 
gasoline tax of approximately $11,700,000. Continuing on the 
question of taxation, he said, in part: 


Of the 26,631,590 motor vehicles registered in the United States 
for the year 1930 only seventeen one-hundredths of one per cent were 
common carrier busses and only twelve one-hundredths of one per 
cent were in common carrier operation on rural roads. Nevertheless, 
this twelve one-hundredths of one per cent of all motor vehicles 
paid $17,500,000, or two and three-tenths per cent of the $769,614,410 
levied against all rural highway users. This amounted to more than 
eighteen times the tax paid by other vehicles. The average tax 
per intercity bus for the year 1930 amounted to $531. The average 
tax for all other highway users in the same period amounted to 
$28.90 per vehicle. —_ 

The difference between the taxes collected from motor bus op- 

erators and those collected from railroads—and it represents a very 
significant and important difference—is that taxes imposed upon 
rail carriers are purely property ‘taxes based on the value of actual 
property which can be turned over at the will of the railroad com- 
panies. The same form of tax is levied against motor bus operators 
and represents, in percentage of property value, the same amount 
of taxes as paid by the railroads. To illustrate: general taxes levied 
against motor bus operation for the year 1929, less the federal income 
tax which was negligible, amounted to 1.18 per cent of the total 
bus investment. Railroad taxes in the same year, less federal income 
taxes, amounted to 1.17 per cent of the total rail investment. In 
addition to these general taxes, the motor bus is required to pay 
special operating taxes which the railroads do not pay and these 
bring the total motor bus tax bill up to 8.9 per cent of the value of 
the investment. 
} Unless, through an unbiased study or otherwise, some limitation 
is placed upon the various governmental agencies now taxing the 
motor bus it will not be long until the annual tax cost of operating 
a motor bus will be so great as to force the bus companies out of 
business. Tax costs must be reflected in motor bus fares, the same 
as any other operating cost, and when that reflection reaches the 
point of making fares excessive as compared to the fares of other 
transportation agencies bus patronage will be lost and the bus, 
except in those communities which have no other form of service 
available, will disappear from our highways. 

So much for taxes. 


Facts on Competition 

In the many arguments advanced by rail people, both before 
this committee and elsewhere, for an increase in taxes on commercial 
highway vehicles, the increase has been urged on the grounds (1) 
that these vehicles are not paying their share of the highway bill 
and (2) that because no charge is included in the operating costs 
of the highway vehicle for the use of the roadbed over which it 
runs there is not an equality of opportunity between the railroads 
and highway vehicles in their competition for patronage. In other 
words, it is contended that railroads cannot compete with their 
highway competitors because low costs of operation make it pos- 
sible for highway carriers to offer a rate of fare too low for the 
railroads to compete with. Of course, there is no question but what 
a substantial increase in the amount of taxes paid by highway car- 
riers, added to their other operating costs, would so increase the 
cost of the transportation to the public as to destroy whatever 


economic advantage the public now enjoys in the fare differential 


between rail and highway transportation. 

The railroads’ advocacy of increased taxes for highway vehicles 
has been general during this past year but as far as we are able 
tot learn, has not been attended by any demand from other highway 
users or from the general public. We cannot escape the conclusion, 
therefore, that the railroad argument for increased taxation has been 
largely due to a prejudiced view and not wholly with regard to the 
public interest involved. 

For our part, we do not believe that an increase in the bus pas- 
senger fare by reason of increased taxes or other artificial costs would 
result in an increase in railroad revenues or a return to the rail- 
oads of any of the patronage they have lost in the last ten years. 
We base our opinion in this respect on experiments a number of the 
railroads have conducted during the past year. 

It would seem that if the railroads’ contention is true that an 
increased bus fare would return to them the patronage which they 
beliéve has been lost because of bus competition, a reduction in rail 
fare to the approximate level of the bus fare would cause an even 
greater number of people to travel by rail. Apparently a number of 
the railroads of the country reasoned this way, for during the past 
year, in addition to the regular seasonal excursion reductions, reduced 
base fares Were put into effect by several of the western carriers. 
On February 1, 1931, the St. Louis-San Francisco Railroad and a 
number of other carriers in the Southwestern Passenger Association 
filed tariffs for one-way coach fares between all local points on their 
respective systems based on a rate of two cents per passenger mile. 
The Frisco initiated this move as an experiment to attract business, 
over the frotest of nearly all the other Southwestern carriers and 
when the protest did not result in a suspension by the Interstate 
Commerce Commission the protesting carriers made the same rate 
of fare effective locally on their lines. 

This two-cent local rate basis was Kept in effect by the south- 
western carriers from February 1 to July 1 and then canceled be- 
cause of its failure to bring about the expected and desired increase 
in passenger revenue. 

Experiments of a similar nature but largely confined to special 
excursion rates have been conducted by carriers in other sections of 
the country with very little different effect. It can almost be said 
that in no case have the reduced fares favorably reacted upon the 
gross passenger revenues of the companies conducting such experi- 
ments. These reduced fare experiments prove as conclusively as any 
experiment can that the rate of fare has little to do with passenger 
preference for one form of transportation over the other. Certainly, 
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if the reduced rail fare did not serve to bring about any great in- 
crease in rail patronage it is a fair assumption that increasing bus 
fares to the level of rail fares would not only fail to attract further 
patronage but would result in a loss of patronage to the bus lines. 


Grandfather Clause 


Mr. Hill urged a change in the so-called grandfather clause 
of the bill under which, as it stands, applicants for certificates 
of public convenience and necessity who were in bonafide op- 
eration ten days prior to the date of enactment of the law 
would, on complying with certain requirements, be granted cer- 
tificates. He said all the member operators felt that the date 
for qualification under the grandfather clause should be set 
back to the date of the introduction of the bill which was Jan- 
uary 7, 1932. The bus operators feel that unless the date is 
set back a horde of “fly-by-night” operators will get in “under 
the wire.” 

Mr. Markel discussed the grandfather clause also and sug- 
gested elimination of requirement that showing be made “that 
such operations are bona fide for the purpose of furnishing rea- 
sonably continuous and adequate service at just and reasonable 
rates” because of difficulties that would be met in determina- 
tion of “adequate” service and “just and reasonable rates.” 

When Mr. Markel urged separation of the bus and truck in 
the bill, Chairman Couzens indicated he could not see what harm 
would come from recommending a bill that covered both the 
bus and the truck. He said the committee had been criticized 
on the floor of the Senate at the last session, when the bus bill 
was recommitted to the committee, because trucks were not 
included in the bill. Senator Fess remarked that that was the 
determining factor in his vote to send the bill back. Chairman 
Couzens argued that if the Senate did not wish trucks included 
it would be a simple matter for it to eliminate the provisions 
relating to trucks. 

Mr. Markel, in reply to a question, said the bus operators 
had no objection to railroads engaging in the bus transporta- 
tion business if they observed the same requirements of regu- 
latory law that the other bus operators had to observe. Objec- 
tion was made by the bus operators to provisions in the bill 
relating to surety bonds because it was doubtful if insurance 
companies would take a risk where, as provided in the bill, they 
could be made parties to any suits brought against the insured. 

Edmund W. Wakelee, vice-president of the Public Service 
Coordinated Transport, of Newark, N. J., and Ivan Bowen, 
counsel for the Greyhound Lines, appeared before the com- 
mittee, March 29, in support of legislation providing for regu- 
lation of interstate bus carriers but did not agree with a number 
of provisions in the Couzens bill. 

Mr. Wakelee expressed the hope that the committee would 
deal with bus regulation apart from truck regulation. 

Interstate bus regulation, said he, could best be accom- 
plished through a plan for control of interstate lines by joint 
boards of the commissions in the states involved, with right 
of appeal to the Commission. He objected to the provisions 
in the Couzens bill for an 8-hour day for bus operators and 
requiring two operators on busses having a capacity of more 
than twenty passengers. The 8-hour requirement, he said, had 
no place in the basic law. He said that kind of thing should 
be left to the regulating body so that conditions as they existed 
in different parts of the country might be met. Two operators 
on a bus, he said, would not make for increased safety of 
operation. He said such a provision would cost his company 
alone $1,100,000 a year in additional expense and that inter- 
state traffic would be destroyed by a restriction that would not 
add to safety. 

With respect to the part of the bill providing that in rate 
proceedings there should not be taken into consideration or 
allowed, as evidence or elements of value of the property of a 
carrier, either good will, earning power, going value or the 
certificate under which the carrier operated, Mr. Wakelee argued 
for inclusion of going value as an element of value. 

Mr. Bowen said the motor bus should be regulated as a part 
of an independent system of transportation and not as a part 
of rail transportation or other systems. In discussing the Com- 
mission as a possible regulator of the motor bus, he thought 
that questions asked by members of the Commission at the 
argument on Examiner Flynn’s motor vehicle report indicated 
that they related taxes to regulation and that a regulatory body 
should not entertain in its mind such a relationship. He argued 
that taxation should not be resorted to by the government as the 
part of regulation. 

A scheme of regulation under which interstate busses would 
be subject to regulations of states in which they operated while 
provision would be made for filing of tariffs with the federal 
Commission and observance of such tariffs by the operators 
and for the filing of complaints as to rates was proposed by 
Mr. Bowen, who submitted a draft of a bill containing his sug- 
gestions. He argued that Congress had divested certain articles 
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of their interstate character and that it could therefore divest 
the interstate character of vehicles carrying commerce and 
thus permit the states to regulate interstate carriers, to the 
extent provided in his proposed bill. 

As to weights, widths and lengths of motor vehicles, Mr. 
Bowen said uniformity was desired but that it should be brought 
about through provisions in the federal aid highway appro- 
priation acts in which could be inserted restrictions as to 
those factors. He also opposed the provisions in the Couzens 
bill relating to hours of service and to the requirement for 
two operators. He also said the holding company provisions 
of the bill, amending section 5 of the interstate commerce act 
with reference to unification and control of carriers, should 
be eliminated from the bill. This part of the bill has been 


discussed only incidentally throughout the hearings, the testi- 


mony having to do with motor vehicle regulation. 
Cement Industry 


F. E. Paulson, vice-president of the Lehigh Portland Cement 
Co., appearing on behalf of the Portland cement industry of the 
United States to present its views in relation to the Couzens 
bill (S. 2793) and to advocate the enactment of legislation em- 
bodying the principles set forth in the bill, March 30, recom- 
mended that the bill be amplified to provide for the publication 
and filing of tariffs setting forth the rates and charges of 
common and contract carriers. 

The witness described the nature of the cement business, 
explaining that it was manufactured throughout the country 
and had a wide distribution both as to locality and use. Con- 
tinuing, he said, in part: 


The cement industry has built up its distribution on basis of 
regulated transportation rates. Until shortly after the war, aside 
from the limited tonnage moving by water, the railroad was the only 
means of transportation. The railroads were and are regulated by 
law. They are required to publish and file with the Interstate Com- 
merce Commission tariffs stating their rates and charges. Each 
shipper has a means of ascertaining not only his own freight costs, 
but also the freight costs of his competitors and furthermore knows 
that the freight costs are stable, at least to the extent that they can 
be changed only on public notice. 

Due to the packing and compactness, cement lends itself readily 
to truck transportation. The tonnage transported per truck is limited 
only by the weight carrying capacity of the vehicle employed. In- 
stances haye come to our attention where trucks of the semi-trailer 
kind have hauled as much as 50,000 pounds of cement per load and 
which is equivalent to a minimum carload. 

Furthermore, cement is essentially a short haul commodity. In 
the territory east of the Mississippi River and north of the Ohio 
River the average haul of cement transported by rail is approximately 
100 miles. In the territory south and west thereof the average haul 
is somewhat longer. 


Cement is manufactured to meet certain specifications as set up 
by the bureau of standards. Due to this fact no manufacturer can 
command a premium in price of as little as one cent per barrel. 
In competing in a given market it is necessary for any manufac- 
turer, who expects to get business, to meet the lowest price for 
which cement can be offered in the same market by a competing 
manufacturer. In order to equalize the price it is necessary to quote 
f. o. b. destination. Therefore, the importance of knowing transporta- 
tion costs becomes apparent. The oe: in a given market is the manu- 
facturer’s net return at the mill plus the cost of transportation. 
Once a competitor’s cost of transportation is known, the net return 
at the competitor’s mill is easily determinable. The railroad tariffs 
stating the freight rates are public property. Once filed with the 
Interstate Commerce Commission and the respective state utility 
regulating bodies they can be changed only on public notice. 

With the advent of the truck the stability of transportation 
costs began to cloud and as trucking of cement increased, stability 
diminished until finally it became an unknown quantity. In the 
course of five years all the efforts of the Congress and the various 
states in the direction of requiring and enforcing open and non- 
discriminatory rates, as far as the cement industry is concérned, 
became merely that much paper. Even a midnight tariff was better 
than no tariff at all. Rebating practices, insidious as they were, at 
least had the virtue of being fairly evenly distributed between ship- 
pers of a given class. The number of railroads operating in a 
given territory are comparatively few. Therefore, during the re- 
bating period it was not difficult to sense eithér what was in the 
wind or its direction. The ownership of trucks is widely diffused. 
The practices and rates vary with ownership of the truck, with the 
volume of traffic, with the direction of traffic, with the prospects 
of future traffic and what not. The rates named are the result of 
immediate bargaining. After a given shipper has made a canvass of 
the truckers and secured what he believes to be the lowest possible 
rate, he may find that his competitor in the same locality has secured 
a better rate. However, even if he and his competitor in the 
immediate locality have secured the same rate, they may find that 
a competitor in a different locality, perhaps more remote from 
the objective point, has a more advantageous rate. Again, the buyer 
may do his own bargaining. There are innumerable instances that 
have come to our attention where five or six different trucking con- 
cerns have quoted as many different rates. There are many situations 
where the user of rail transportation competes with a user of truck 
transportation. In such circumstances the advantage of the latter 
is obvious. 

In the course of five years the transportation end of the cement 
business has gone from certainty to chaos. Uncertainty breeds sus- 
picion and distrust. Open competition is suppressed and orderly mar- 
keting gives way to demoralization. The resulting situation not only 
reflects on the seller, but on the buyer as well and eventually affects 
the public. A buyer in a given market, even the best informed, has 
no means of knowing whether or not he is buying as cheaply as his 
competitor. He hesitates to place an order because tomorrow he may 
be able to buy for less. Construction work is deferred in the hopes 
of better prices. The effects are not localized to the area adapted to 
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trucking, but are spread broadcast over the length and breadth of 
the country. 

We believe that the same reasons that induced the Congress of 
the United States and the legislative bodies of the several states 
to enact laws requiring that railroad rates be fixed, open and non- 
discriminatory, should induce similar legislation in relation to high- 
way transportation. It is not our purpose to unduly burden the 
trucking industry nor to take sides as between railroad transportation 
and highway transportation. Both have their proper place and if 
property can be transported more economically by truck than by 
rail, it is to the interest of the public that the cheaper means should 
be employed. Open and stable rates and practices, however, instead 
of hindering highway transportation, should and would help it 
because it is common knowledge that a great deal of trucking is 
done without profit and in many instances at less than cost. 


Views of Rail Employes 


John T. Corbett, of Beloit, Wis., appearing as the legislative 
representative of the Wisconsin legislative board of the Broth- 
erhood of Locomotive Engineers, asserted he hoped that Con- 
gress would have the “intestinal fortitude” to say that the 
railroads were the backbone of the transportation system of the 
country and that if any favors were to be shown they should 
be shown to the railroads and their employes. He further de- 
clared that he was not advocating that busses or trucks be put 
out of business but he did say that if additional service was 
proposed on highways the railroads, if they wished to afford 
that service, should have the first chance at providing it. He 
also did not think that where motor service was established 
between two points served by a railroad that the motor service 
should be permitted to take the exact time of the rail service 
as to starting from origin to destination. He advocated com- 
plete regulation by the Commission of bus and truck opera- 
tions and believed that Congress should make it possible for 
the railroads and,their employes to engage in motor transpor- 
tation service. 


Mr. Corbett began his testimony by directing attention to 
the human element involved in the rail-motor competitive sit- 
uation. He said that in 1920 the railroads had 2,022,832 em- 
ployes to whom compensation of $3,681,801,193 was paid, while 
in 1931 the number of employes had dropped to 1,133,928 and 
the compensation to $2,126,884,090. In response to a question 
by Chairman Couzens the witness said he did not, of course, 
attribute all the loss to motor competition. 


Meeting Cost of Highways 


As to testimony that had been given with respect to the 
motors paying for the use of the highways, Mr. Corbett read 
from an address made by Commissioner A. R. McDonald, of the 
Wisconsin commission, as follows with reference to the high- 
way situation in Wisconsin: 


We have about one billion dollars invested in our 90,000 miles 
of highways. A fair return of seven per cent means seventy millions 
of dollars a year. Not only are we falling short of getting a return 
on our investment; we are not even approaching the figure, by road 
taxation, of paying the upkeep, 

In the thirteen years from 1918 to 1930 the state expended for 
highways and bridges $613,000,000, which includes the expenditures 
of the state itself, of the counties, and of the cities, villages and 
towns. During the same period we have had income from taxes 
of all kinds and federal aid for highways of $1,708,000,000, an average 
of $131,000,000 a year. Of this total amount of money raised by tax- 
ation, 36 per cent has been used for our highways. We are prone to 
think that the federal government has contributed generously to 
our highways; as a matter of fact, the total aid that we have had 
from the time of the first federal aid, in 1916, through the year 1930, 
has amounted to but $23,000,000 and in the first two years of the 
period there was less than half a million. 

Furthermore, it is generally believed that the state is getting an 
immense amount of money for the construction of highways from 
the motor license taxes. When we stop to consider that, out of the 
$613,000,000 which we have expended for highways in the thirteen 
year period, but $87,500,000 came from the motor vehicle licenses, 
the license money seems ridiculously small. 

The gas tax was first effective in 1925 and from 1925 through 
1930 it contributed but $32,000,000 to the highway program. In 1929 
and 1930 we had the ton mile tax on common carriers but the total 
of that was but $219,000, so, of the total of $613,000,000 which we 
have disbursed for our highways and bridges in the thirteen year 
period, there was approximately $120,000,000 that came out of the 
special taxes for this purpose, which added to the federal aid which 
we have received, amounted to but $143,000,000. The moneys realized 
from the gas tax and motor license fees have been insufficient to 
pay even the maintenance cost. 


Mr. Corbett said the head men of his organiation had en- 
dorsed the statement made before the committee by Dr. Dun- 
can, for the Association of Railway Executives, and much of the 
statement made by Mr. Aishton, of the American Railway As- 
sociation and Association of Railway Executives. He said he 
disagreed with the latter’s statement that no permit was needed 
for operation of privately owned trucks. 

As to hours of service the witness said 6 hours should be 
made the basis of a day’s pay. He said that was necessary to 
provide more employment. He said the pay should -be the same 
for six as for eight hours. He believed there were instances in 
which there should be two operators to the vehicle in the inter- 
est of safety and also suggested safety regulations that should 
be imposed on the motors. 
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Hits Merchant Opposition 


Mr. Corbett, referring to testimony on behalf of merchants’ 
associations opposed to regulation of the truck, said the busi- 
ness men who took that position had protected themselves 
against peddlers of merchandise by having substantial license 
fees imposed on such peddlers but that they did not favor pro. 
tection for the railroads and their employes against peddlers of 
transportation. 

J. A. Farquharson, representing the four big railroad broth- 
erhoods and the maintenance of way men and signalmen broth- 
erhoods, said those organizations urged regulation of the bus 
and truck by the Commission but asked that the hearings be 
extended so that Donald Richberg might appear and present 
their views in detail. Chairman Couzens said the hearings had 
been going on for two months and that Mr. Richberg had known 
of that. 
ask for an extension of time. It was agreed that either a rep- 
resentative of the brotherhoods would appear the next day or 
a statement would be filed on their behalf. 


Security Owners 


Fred N. Oliver, general counsel for the Security Owners’ 
Association, said the association’s interest in proposed motor 
vehicle regulation legislation was because of its direct interest 
in railroad credit. He said conditions existing in the competi- 
tive field were contributing substantially to depress the value 
of railroad securities. The security owners, said he, did not 
advocate legislation designed to drive motor carriers from the 
highways but felt that, as a fair sporting proposition, compet- 
itors of railroads should be required to operate under similar 
restrictions that now applied to railroads. To the extent that 
motor vehicles could move traffic most economically after pay- 
ing their proper costs, no investor could complain, said he, add- 
ing that all invested capital must stand the risk of change in 
progress. To the extent, however, he argued, that traffic of the 
railroads was on an unfair basis in competition, there was in- 
jected into the railroad business a speculative risk and hazard 
not present before. All that the security owner was concerned 
in, said he, was to see that the advantages as between the rail- 
roads and motor vehicles were equalized and economic laws 
allowed to do the rest. In the opinion of the investors, said he, 
the railroads were still superior in the field of transportation 
and would continue to be. 


That part of the Couzens bill relating to consolidations of 
railroads and holding companies should be eliminated, said Mr. 
Oliver. He said the security owners also urged that a restric- 
tion against railroad companies acquiring existing motor lines 
be deleted from the bill, adding that the public interest would 
be protected by the Commission under the proposed legislation. 
He discussed at some length the necessity of coordination and 
the manner in which under present law railroads were not per- 
mitted to coordinate properly their rail and motor truck opera- 
tions. Objection also was voiced to a provision in the bill 
excluding existing railroad service from consideration in grant- 
ing certificates of public convenience and necessity. Mr. Oliver 
dwelt at length on the power of Congress to regulate contract 
or charter carriers and asserted that the security owners be- 
lieved that Congress had adequate power under the commerce 
clause to so regulate. 

M. (P. Bauman 


Milton P. Bauman, of Jersey City, N. J., industrial traffic 
manager, appeared on behalf of some twenty companies whose 
traffic departments he said he operated. He said the companies 
included the United States Playing Card Co., of Cincinnati, O., 
Eastern Tanners Glue Co., of Gowanda, N. Y.; the R. B. Davis 
Baking Powder Co., of Hoboken, N. J., the Atlantic Terra Cotta 
Co., of Perth Amboy, N. J., the Federal Seaboard Terra Cotta 
Co. of Woodridge, N. J., and others. He explained, for the pur- 
pose of qualification, and not as direct representative of the 
organizations, that he was president of the New Jersey Indus- 
trial Traffic League; chairman of the New Jersey Traffic Ad- 
visory Committee and first vice-chairman of the Shippers’ Con- 
ference of Greater New York. He is also traffic consultant to 
the city of Newark, N. J., and to the Department of Institutions 
and Agencies of the state of New Jersey. 

“If I have any objection at all to Senate bill 2793 it is that 
it does not go the full route,” said Mr. Bauman. “In fact, if I 
may say so, with all due respect, it seems to me amazing that 
a bill so innocuous as this one has created any opposition from 
truckmen or from shippers. . My personal opinion is that 
the bill should be amended so as to provide the same regulation 
for motor trucks as is required by the bill for the motor bus. 
bas te Regulation makes for stability and is in the interest of 
those who sell transportation and those who buy it... . If 
we had the localization of a century ago, I would say that reg: 
ulation would be unnecessary. Our present economic structure, 
the public safety and the public health are definitely predicated 


He said it was absurd to come in at this late date and. 


L> 


uld 


per- 
era: 
bill 
ant- 
iver 
ract 


rece 


April 2, 1932 


The Traffic World 


PAGE 737 


FOR YOU!!! 


Our Traffic Experts are sincerely interested in your 
business welfare and are extremely anxious to be 


helpful in any way possible. 
your traffic problems to them for solving. 


AKRON, OHIO 

W. H. Turner, 

Tel. Jefferson 3215 
BIRMINGHAM, ALA. 

C. F. Tall, 

Tel. 3-7466 
BOSTON, MASS. 

M. J. Connelly, 

Tel. Liberty 3655 
BUFFALO, N. Y. 

C. B. Craig, 

Tel. Washington 2939 
CHICAGO, ILL. 

J. W. Brady, 

Tel. Wabash 2780 
CINCINNATI, OHIO 


J. J. Wheatley, 
Tel. Main 1475 


CLEVELAND, OHIO 
C. S. Stephens, 
Tel. Main 9000 
COLUMBUS, OHIO 


A. D. Houston, 
Tel. Adams 9334 


DALLAS, TEXAS 
L. B. Gerner, 
Tel. 2-7361 


DAVENPORT, IOWA 


R. A. Webster, 
Tel. Kenwood 1289 


QALY 


DETROIT, MICH. 


E. F. Schier, 
Tel. Empire 8863 


ERIE, PA. 
C. W. Fowler, 
Tel. 23552 


FT. WAYNE, IND. 


D. R. Crowley, 
Tel. A-6136 


FRANKFORT, IND. 


J. J. McManus, 
Tel. 467 


HARLINGEN, TEX. 


F. C. Moseley, 
Tel. 348 


INDIANAPOLIS, IND. 


H. C. Fisher, 
Tel. Riley 6741 


KANSAS CITY, MO. 


R. J. Guinane, 
Tel. Victor 8994 


LAFAYETTE, IND. 
C. R. Deetz, 


LITTLE ROCK, ARK. 


J. D. Rabbitt, 
Tel. 9732 


LOS ANGELES, CAL. 


Jas. Turnbull, 
Tel. Vandyke 8479 


LOUISVILLE, KY. 


J. R. Holcomb, 
Tel. City 3571 


MEMPHIS, TENN. 


W. S. Nunnery, 
Tel. 6-7534 


MILWAUKEE, WIS. 


C. J. Dougall, 
Tel. Marquette 1758 


MINNEAPOLIS, MINN. 


W. B. Robbins, 
Tel. Main 3605 


MUNCIE, IND. 


P. S. Boomer, 
Tel. Main 328 


NEW ORLEANS, LA. 


A. DuQuesney, 
Tel. Raymond 1720 


NEW YORK, N. Y. 


A. B. Bierdeman, 
Tel. Murray Hill 2-9880 


OMAHA, NEBR. 


C. W. Jones, 
Tel. Atlantic 8020 


SHIP AND TRAVEL 


VIA 


Feel free to bring 


PEORIA, ILL. 


G. H. McHugh, 
Tel. 6035 


PHILADELPHIA, PA. 


E. F. Jacobson, 
Tel. Ritten 7471 


PITTSBURGH, PA. 


W. W. Brown, 
Tel. Atlantic 4980 


SALT LAKE CITY, UTAH 


R. B. Delafield, 
Tel. Wasatch 2868 


SAN FRANCISCO, CAL. 


H. Easterday, 
Tel. Douglass 4451 


ST. LOUIS, MO. 


J. T. Smith, 
Tel. Chestnut 7360 


SEATTLE, WASH. 


L. M. Curtin, 
Tel. Eliott 6764 


TOLEDO, OHIO 
D. W. Sanzenbacher, 
Tel. Main 1241 


TULSA, OKLA. 


F. J. Blaicher, 
Tel. 3-5880 


NICKEL PLATE ROAD 
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on national distribution of goods produced in mass production. 
It seems to me that we should have the courage and the 
foresight to forestall a destructive era in our transportation 
history. This can only be done by the regulation of motor 
transport. . .. One of the questions that has been constantly 
presented to witnesses has to do with the imposition of regu- 
lation on the motor truck or the elimination of interstate reg- 
ulation over the railways. It strikes me that the answer is 
obvious that there should be equalization of opportunity to com- 
pete. My advocacy of regulation is predicated on the firm be- 
lief that the prime interest of the shipper is in the maintenance 
of national transportation arteries, and secondly, in a firm 
knowledge that the transportation charges inbound and out are 
not discriminatory. The shipper’s third interest is in the level 
of his transportation charges and that is not his first interest. 
The failure to regulate transportation makes price and not serv- 
ice the controlling factor.” 
C. L. Bardo, president of the New York Shipbuilding Co., 
representing the Taxpayers’ League of New Jersey, urged regu- 
lation of motor carriers, 


Plaster Company 


James Bale, secretary of the Grand Rapids (Mich.) Plaster 
Co., has submitted to the committee a brief in support of regu- 
lation of trucks. He said that in his opinion there was a place 
for the truck in modern transportation “but I do feel that the 
competition developed by the trucks, over publicly owned and 
constructed highways without regulation and without material 
investment on the part of the trucking companies in rights of 
way, roadbed, etc., is destructive of public interest and ulti- 
mately may prove confiscatory of capital invested in rails, in 
manufacturing plants, and in distributive systems; and may 
in the course of time lead to even higher costs of commodities 
than would exist under properly regulated and perhaps corre- 
lated transportation systems.” Continuing, he said, in part: 


If trucks, paying their proper share of the cost of roads, under 
proper conditions as to hours of labor, rates of wages, with proper 
schedules, comparable classifications ‘and remunerative rates and 
charges, can compete with the rail carriers there would be no ob- 
jection on my part, I believe, nor that of any individual or corpora- 
tion to such competition, but the rates and conditions, especially, 
should be uniform; should be the same under like conditions for 
like distances in either direction; and should not be preferential 
to one and prejudicial to another nor should they be preferential 
to one distributive factor as an with another, in the same 
vicinity in a like line of business. . 

It must be remembered that a dollar’s worth of transportation 
costs 100 cents. The only question as I see it is—shall the user 
of this transportation pay the entire bill or shall he pay 75 cents 
and the public through taxation pay the remaining 25 cents? 

If the highways of the United States represent an investment 
of ten billion dollars and assuming the trucks transported 170 million 
tons during 1930 or ’31, then at 6 per cent interest are not the trucks 
subsidized to the extent of $3.50 or more per ton, or if for the sake 
of argument we should charge interest only on one-half this amount 
invested to the cause of trucks, then is not the subsidy $1.50 to 
$1.75 per ton? 

On the basis of federal aid ($800,000,000 since 1921) the interest 
charge at 6 per cent is $48,000,000. This interest if charged to trucks, 
as roadbed values, would represent a subsidy of substantially 28 
cents per ton. . 

It is my honest belief that trucking must be regulated in the in- 
terests of the public, the railroads, manufacturers, distributive sys- 
—— and to prevent locatlization, monopoly and further curtailment 
of labor. 


End of Hearings 


The truck was severely attacked in the closing hours of the 
hearings on the Couzens motor vehicle regulation bill March 31 
when Chairman Couzens declared the hearings at an end. He 
said it would take about ten days for him to get the record in 
such shape as to permit the committee to begin the drafting of 
a bill. 


The closing session on the bill was attended by more mem- 
bers of the committee than at any time since the measure was 
taken up. In addition to the. chairman there were present Sen- 
ators Watson, Brookhart, Fess, Glenn, Hastings, Hawes and 
Tydings. 

The truck was pictured not only as a destroyer of the rail- 
roads but also of highways by William Hirth, Columbus, Mo., 
president of the Missouri Farmers’ Association, a cooperative 
organization, who also said it was a disorganizer of established 
methods of marketing in which millions of dollars were invested. 

To show that he was not a special pleader for the railroads 
he told of opposing the increases in rates asked by the railroads 
in the western district and in the recent Fifteen Per Cent Case. 

As the truck had extended its operations, he said, it had 
become a menace of first proportions. He said it was a menace 
to the existence of the Missouri Farmers’ Association. He said 
it had broken up the association’s system of marketing live 
stock with no benefit to the farmer. He charged the trucker, 
carrying live stock from the farm to independent packers, had 
demoralized the marketing of live stock. He said the big com- 
petitive markets that were a benefit to the farmer were being 
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pounded to pieces by the truck. The farmer’s shrink was much 
greater when he shipped live stock by truck as compared with 
rail, he said. The stock often arrived at market in a frightened 
condition, when shipped by truck, and was in no condition to 
take food or water, he said. 

The whole cooperative marketing machinery of Missouri 
farmers was threatened by the truck, according to the witness. 

In discussing truck regulation legislation passed by the 
Missouri legislature in 1930 Mr. Hirth let slip the phrase, “anti- 
truck law.” When committee members laughed at that he said 
it was not so far from wrong at that. The state law was inef- 
fective in the main, however, because the interstate trucker 
snapped his fingers at the state commission, he said. 

Unless the federal government took charge of the situation 
and regulated the truck, including the fixing of rates, he said, 
there would be utter demoralization. 
less trucking was brought under control, it would mean the 
destruction of the highways of the country. He said highway 
No. 40 between St. Louis and Kansas City had been down three 
years and that it had been estimated that because of deteriora- 
tion caused by heavy bus and truck traffic it would have to 
be junked and rebuilt in five years, and the bonds for the high- 
way would not have half matured by that time. 

It was simply idiotic, asserted Mr. Hirth, for the country to 
build expensive highways and turn them over scot free to 
busses and trucks. The ordinary motorist was being driven 
from the highways, he asserted. 

Mr. Hirth said there had been testimony before the com- 
mittee to the effect that the bus and truck were paying their 
way. He said they couldn’t be paying more than a mere bag- 
atelle toward the cost of construction and maintenance. He 
thought it was a joke to assert that the bus and the truck were 
paying anything near to what they should be paying. He said 
such rates should be required that the bus and truck could pay 
something toward the cost of construction and maintenance. 
He did not think that the present situation could continue as it 
was. 

Mr. Farquharson, who appeared the preceding day, returned 
to urge regulation of the bus and truck on behalf of the twenty- 
one standard railroad labor organizations. He asserted that 
unless agencies of transportation other than the railroads were 
regulated as were the railroads “We will eventually be forced 
to government ownership.” 


Senator Brookhart asked whether that would not be a 
good thing. The witness said none of the rail labor organiza- 
tions had declared for government ownership in their con- 
ventions. The senator said the rail employes had favored 
government ownership some time ago. The witness replied 
that that was in 1920. 


John F. Finerty, representing the Brooklyn Eastern District 
Terminal, Brooklyn, N. Y., asked for an amendment to section 
1 of the interstate commerce act that would place under the 
jurisdiction of the Commission the question of substitution of 
truck service by railroads for marine service. He explained 
the situation at New York Harbor and referred to railroads 
substituting truck service from the Jersey shore to Brooklyn 
and Manhattan for marine service. He said the proposal was 
to control competition between railroads extending their lines 
by truck. The amendment he proposed follows: 


The provisions of paragraphs 18 to 21, both inclusive, shall apply 
to the establishment by a carrier by railroad of terminal transporta- 
tion services by truck within a terminal district or group, either in 
substitution for or duplication of other terminal transportation fa- 
cilities existing at the time of such establishment, provided such 
terminal transportation services by truck amount to an extension, 
duplication or substitution of line. 


W. D. Merrill, of the Washington Rapid Transit Co., Wash- 
ington, D. C., protested the requirement in the bill for two 
operators on a bus. 

Harry N. Taylor, coal operator, who said he had been presi- 
dent of the United States Trucking Corporation, said unless 
the Congress could reach what he called the “bootleg” trucker, 
regulation of other trucking operations that he believed could 
be reached by regulation would not solve the problem. He 
told of men of practically no means buying old used trucks for 
a small payment down and trucking coal from mines in the 
Belleville district to consumers in St. Louis. He said one-half 
the coal moved into St. Louis this season was trucked in that 
fashion, with resulting loss to the railroads and established 
coal dealers. He said such a trucker would run the truck for 
about two months and then turn it back to the manufacturer 
and buy another truck elsewhere. These truckers were a 
menace to safety on the highways and interfered with the move- 
ment of other traffic, he said. He did not know how the “boot- 
leg” trucker could be reached but he would have to be if the 
problem was to be solved, he said. 


He said further that un- . 
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“ You will like our fine through trains with equipment that includes Sun Room 


- Observation Cars, Lounge Cars, Coach Club Cars, Individual Seat Coaches 
and Salon Coaches. 


1e You will like the way Erie trainmen treat you. From the engineer up ahead 
. to the waiters in the dining car they are glad to have you with them and their 
ds efforts show it. 

yn 
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es And talking about dining cars, you certainly will like the meals on Erie trains; 
; delightfully cooked, tastefully served, and recent price revisions show such 
a prices for club meals as Breakfast 60c to $1.00, Luncheon 85c to $1.25, 
a Dinner 85c to $1.50. 

h- THE ERIE LIMITED—New York-Buffalo-Chicago 


SHIP Pre NEW YORK-CHICAGO EXPRESS—New York-Chicago 

THE LAKE CITIES—New York-Buffalo-Cleveland 
ATLANTIC-PACIFIC EXPRESS—New York-Jamestown-Chicago 
SOUTHERN TIER EXPRESS—New York-Binghamton-Elmira-Olean 





ERIE RAILROAD SYSTEM 


ROUTE OF THE ERIE LIMITED 
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TRANSPORTATION REGULATION 


Regulation of commercial trucks and busses and waterways 
is essential to the prosperity of the railroads and restoration 
of commercial equilibrium, President Atterbury, of the Penn- 
sylvania Railroad, told the Economic Club of New York at its 
100th annual dinner March 29. He placed emphasis on the 
competition of commercial trucks as presenting the most seri- 
ous aspect of the situation and urged that their operators be 
required to obtain certificates of public convenience and neces- 
sity as required of other carriers and to submit to scientific 
regulation as appied to the railroads. He held that, through 
government control, the various agencies devoted to public 
service in the transportation field would be put on a stable 
and uniform basis under which cutthroat competition would be 
eliminated and the way paved to reduce passenger and freight 
haul charges all around. 

“Far from looking to regulation of the competitors of the 
rairoads as a means by which existing railroad rates may be 
perpetuated,” he said, “my position is quite otherwise. I fully 
realize, and have more than once publicly so stated, that, both 
for the good of the country and of the railroads, ways and 
means must be found in the future for them to carry passengers 
and haul freight at lower charges than those now in effect.” 

Further clarifying his position, he said that, in advocating 
federal regulation of highway and water transportation, his 
purpose was not to drive up the rates until they should be as 
high as the present railroad rates. “What I do advocate,” he 
said, “is that regulation should be so applied that all rates, 
by all agencies of service, should be reasonable and compensa- 
tory. If such a situation could be brought about and substan- 
tial equality of opportunity established in other respects, then, 
under the natural working out of economic law, each form of 
transportation would automatically tend to gravitate to those 
fields of service for which it is inherently best fitted. 

“We believe that all commercial vehicles operated for hire 
on the highways should be regulated as to rates, practices, and 
accounting. We believe this to be necessary for the same 
reason that regulation of the railroads became necessary, and 
that is to prevent secret or discriminatory rate making, to 
assure stability of rates, to protect the adequacy and continuity 
of transportation service, and, finally, to build up a coordinated 
national system of transport in which each agency shall find 
incentive for seeking the fields in which it is most efficient and 
useful.” 


AN ERROR CORRECTED 


In making the mathematical computations in the editorial 
on “Motor Transport” in the March 26 Traffic World, an error 
was made in the number of daily car miles. The number was 
shown as 45,292,500. It should have been 65,292,500, that being 
the product of multiplying the number of cars in service, 
2,275,000, by the number of miles each car traveled each day— 
28.7. The error in the number of daily car miles resulted in an 
error in the percentage relationship between truck and rail 
car performance. Figuring the average truck load at one-tenth 
that of the average rail car, it was found that the transpor- 
tation being performed by the truck was 82 per cent as great 
as that of the rail car. With the correction made, that figure 
is 57.4 per cent. 


TRUCK FREIGHT CLASSIFICATION 


As a result of the order of the California Railroad Commis- 
sion in its docket 2964, in which the Southern Pacific was 
ordered to remove discrimination between shippers served by 
its motor transport subsidiary, the Pacific Motor Transport 
Company, and those served by itself, by revising its rates for 
rail depot-to-depot service to a level no higher than rates main- 
tained by the motor transport subsidiary for door-to-door service, 
the Southern Pacific and its subsidiary rail services in California 
have become parties to Monroe’s Ship by Truck Freight Classi- 
fication—a motor truck classification used extensively on the 
Pacific coast. Concurrence of the rail lines in the classifica- 
tion is shown in supplement 13, effective April 24. A note shows 
that the concurrence “applies only in connection with ratings, 
rules and regulations used with rates shown in Pacific Motor 
Transport Company tariffs, that are applied as maximum on 
shipments handled from depot to depot by rail lines.” 





OREGON MOTOR TRANSPORTATION ACT 


Validity of Oregon’s motor transportation act is attacked 
in a suit filed in federal court by Consolidated Freight Lines, 
Inc., an interstate common carrier. The plaintiff charges that 
the law violates the fourteenth amendment to the constitution 
of the United States, and that it is unjust, arbitrary, capricious, 
and discriminatory. The act classifies the plaintiff as a class 
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four (common) carrier, hauling freight exclusively between fixed 
termini, and as such assesses it a mill a ton mile based on his 
carrying capacity and the distance between the extreme fixed 
termini of his regular route. Class one (common) carriers, haul. 
ing passengers only, are assessed one-half mill a passenger 
mile, computed in a similar manner. Class six (common) car- 
riers, hauling both freight and passengers, are assessed One- 
sixth mill a passenger mile plus three-eighths of a mill a ton 
mile. Contract carriers pay no mileage fee but an excise tax 
equal to from 50 to 100 per cent of the regular license fee. The 
plaintiff charges that the classifications are arbitrary and the 
manner of computing the tax is capricious. It also sets forth 
that the law violates the federal state aid act which provides 
that no tolls shall be assessed on highways constructed with T 
federal aid. 


NEW HAVEN MOTOR OPERATIONS ut 


The New York, New Haven and Hartford increased its 
motor vehicle service in the last year, according to the annual fr 
report by J. J. Pelley, president. This expansion was both in- 
dependent of and in connection with train service. Thirty-four 
omnibuses, thirty-seven tractor vehicles, and fifty-eight trailers . 
were added to the service of the New England Transportation Fi 
Company, a New Haven subsidiary, in the year. 

“Further coordination of highway passenger and freight 
service with rail operations was established,” the report said. 
“As a result, the New England Transportation Company was 
able to maintain substantially the same gross revenue as in the 
previous year and to improve its net income.” 

The report said that, through the use of motor trucks as 
feeders, the fast freight service was extended to virtually every 
point served by the New Haven. 

Discussing the proposed report of the Commission on com- 
mercial motor vehicle operation, the report said: 
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Your company believes that only through fair regulatory legis- 
lation and a reasonable apportionment of taxes will the operation of 
motor vehicles for hire find its proper economic place in the national 
system of transport. The interests of both stockholders and patrons 
of your company will best be served through prompt and fair legis- 
lative action, both federal and state. 


PAPER LINERS’ USE IN SHIPPING APPLES 


“One type of transit injury to boxed apples shipped by rail 
can be prevented for the most part if shippers will use corru- 
gated paper liners in the boxes, the Bureau of Plant Industry 
of the United States Department of Agriculture has found after 
many experiments,” says the department, which adds: 


This injury, the cause of substantial loss in the past, consists 
of firm, dark, flattened areas on the lower side of the bottom layer 
of apples in the boxes which rest on their sides on the floor boards 
of a railroad car. There is usually a watersoaked or browned region 
beneath this flattened area which extends in the shape of a cone 
toward the core of the apple. 

This injury resembles the condition sometimes seen at the bot- 
tom of the floor boxes, in apples that have been frozen, and is fre- 
quently thought to have been caused by freezing. Its occurrence 
under conditions where freezing could not possibly have occurred 
prompted the bureau to investigate. In experiments —". transit 
conditions, including the jolting, were produced in the _ labratory 
while the temperature was controlled. The results of these tests 
showed that typical transit injury can be produced in apples at 
temperatures where no freezing occurs. Freezing may make the in- 
jury worse but is not the cause of it, the bureau says. : 

The damage has been prevented almost entirely—both experi- 
mentally and under actual transit conditions—by placing corrugated 
paper liners between the fruit and the sides of the box. The use of 
resilient paper liners was the only method that gave uniformly satis- 
factory results, although several other methods were tried. 

Detailed results of the investigations will be included in a bul- 
letin to be issued by the department later. 





‘PACKING AND SHIPPING EXPOSITION 


Success of the second packaging, packing, and shipping 
exposition held by the American Management Association, at 
Chicago, the week of March 7, assures that a third exposition 
will be held in 1933, according to an announcement by W. J. 
Donald, vice-president and managing director of the association. 
Irwin D. Wolf, secretary, Kaufmann Department Stores, of Pitts- 
burgh, will be in charge. All exhibitors in the two previous 
shows have been asked to register their recommendations with 
respect to time and place of the next exposition. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Experienced traffic manager desires per- 
manent position; best references; age 37; married. Address A. B. C., 
care Traffic World, Chicago. 




















REPRESENTATIVES wanted in every city of the United States 
and Canada to market our traffic management service. Interstate 
Traffic Company, Washington, D. C. 
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from ship to cars without delay. Two transit cargo sheds equipped with dry pipe 
sprinkler system provide 74,000 


feet of excellent storage space. 


Modern cargo handling devices 
include three 25-ton locomotive 
Gantry Cranes. A special ship tele- 
phone is placed on all vessels with- 
out cost. 20 acres of open storage 
space constitutes one of the most 
desirable lumber distribution yards 
in the East. The Terminals are 
served by both the Reading and 
Pennsvlvania Railroads. | 


Photo, Dallin Aerial Surveys 


Ships at Beckett St. terminal discharging cargo from 
and loading cargo consigned to Pacific Coast ports. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
mature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, is a member of our legal department, will give 
his opinion in answer to any — question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of mg yo herein contemplated. If a 
more compr ve answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Trafic Service Corporation, Mills Building, Washington, D. C. 





Claim Versus Notice of Claim 


Iinois—Question: House Bill No. 3141 passed in the spring 
of 1930 and effective on April 17, 1930, eliminated the notice of 
claim in the “Act” and the new bill of lading effective as of 
August 1, 1930, which is effective at the present time, also 
eliminates the notice of claim. In other words, prior to August 
1, 1930, under the old bill of lading terms, section 2, paragraph 
B, read in part: 


Provided that if such loss, damage or injury was due to delay or 
damage while being loaded or unloaded, or damaged in transit by 
carelessness or negligence, then no notice of claim or filing of claim 
shall be required as a condition precedent to recovery. 


However, the new bill of lading, effective August 1, 1930, 
does not carry this provision. In other words, there is no pro- 
vision in the new bill of lading or the amendment to the Act 
permitting the filing of a notice of claim to toll the statute. 

However, we understand that all the carriers in the United 
States are not living strictly up to the terms and that some of 
the carriers are accepting the notice the same as they always 
did. We don’t understand why that is possible, because there 
certainly was a reason for Congress eliminating this notice, and 
we would infer from their action on this matter that they did 
not intend to have the carriers accept such notices as a prece- 
dent to recovery. 

We would like to have some discussion in an open forum on 
this question so far as the carriers from all parts of the coun- 
try are concerned, and we would also like to know whether 
you have any inquiries on this point. We also solicit your 
opinion as to whether all the carriers would be barred under 
the terms of the new bill of lading as well as the amendment 
to the Act from accepting claims that are not followed up later 
by a regular formal claim. 

Answer: We are of opinion that while paragraph 11, of 
Section 20.of the Act, as it now reads, does not contain a pro- 
vision relative to the filing of a notice of claim, such a notice, 
if it contains the essential information for a claim is, under 
the decision in the Blish case, 241 U. S. 190, 36 S. Ct. Rep. 541, 
a sufficient compliance with the requirement of the bill of 
lading provision respecting the filing of a claim. 

There have been no decisions of the courts since the change 
made in the phraseology of the provision in paragraph 11, of 
Section 20 of the Act, fixing the minimum period for the filing 
of the claim, so far as we are aware. However, the bill of 
lading provision involved in the decision of the Supreme Court 
of the United States in the Blish case, above referred to, was, 
as the Court states in its decision in C. & O. R. Co. vs. Martin, 
283 U. S. 209, identical with that set forth in the later decision 
and contained no reference to the notice of claim other than 
in the proviso reading: 


Provided that if such loss, damage or injury was due to delay or 
damage while being loaded or unloaded, or damage in transit by care- 
lessness or negligence, then no notice of claim nor filing of claim shall 
be required as a condition precedent to recovery. 


The Supreme Court in the Blish case seems, however, to 
treat a notice of claim as in fact, the filing of a claim. In the 
course of its decision in this case the court said: 


But, while this is so, we think that the plaintiff in error is not 
entitled to succeed in its ultimate contention under the stipulation, 
for the reason that it appears that notice of the claim was in fact 
given. It is true that in the statement made by the Court of Appeals 
it is said that so far as appears from the record ‘‘no claim was filed 
by the shipper.”” We must assume, however, that this was in effect 
a construction of the provision as requiring a more formal notice than 
that which was actually sent. 


In holding what the court terms a notice of claim to be 
sufficient, although not formal in its nature, the Court said: 


In the preceding telegrams, which passed between the parties 
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and are detailed by the state court in ¢_«ting the facts, the shipment 
had been adequately identified, so that this final telegram, taken 
with the others, established beyond question the particular shipment, 
to which the elaim referred, and was in substance the making of qa 
claim within the meaning of the stipulation—the object of which was 
to secure reasonable notice. We think that it sufficiently apprised 
the carrier of the characer of the claim, for while it stated that the 
claim was for the entire contents of the car “at invoice price’’ this 
did not constitute such a variance from the claim for the value of 
the flour as to be misleading; and it is plain that no prejudice re. 
sulted. Granting that the stipulation is applicable and valid, it does 
not require documents in a partieular form. It is addressed to q 
practical exigency and it is to be construed in a practical way. The 
stipulation required that the claim should be made in writing, but a 
telegram which in itself or taken with other telegrams contained an 
adequate statement must be deemed to satisfy this requirement. 


The Interstate Commerce Commission has no jurisdiction 
of this question, it being a matter for determination by the 
courts as to whether a notice of claim is sufficient or whether 
a formal claim is required by the provisions of the Act and 
bill of lading contract terms and conditions. 


Tariff Interpretation—Rate Applicable on Carload Shipment 
Containing Import and Domestic Freight 


New York.—Question: Will you please give me your views 
and the benefit of any decision or decisions of the Commission 
with respect to the following problem? 

We import large quantitfes of refined sugar from Cuba, 
and also bring a fairly large volume of the same commodity 
down from New York in coastwise movement to Norfolk, Va. 
This sugar is stored at Norfolk in warehouses and is treated 
as coastwise or import traffic, as provided in the carriers’ 
tariffs. This sugar is subsequently shipped to various points, 
including Ashland, Ky., each car containing a certain amount of 
Sugar imported from Cuba and in part sugar which arrived 
at Norfolk in coastwise movement. This sugar is not stored 
in transit at Norfolk. 

Prior to January 4th, the carriers applied one carload rate 
and minimum weight on the entire car containing both import 
and coastwise sugar. However, effective January 4th, Agent 
Curlett’s I. C. C. A-354 published rates on import and inter- 
coastal traffic, omitting coastwise traffic. As a result, the 
carriers have been assessing the import carload rate on the 
import portion of the car, which usually amounts to about 
30,000 Ibs., and the L. C. L. domestic rate on the coastwise sugar. 

The absorption tariffs of the carriers, applicable at Nor- 
folk, provide for the absorption of terminal charges at that 
point on import and coastwise traffic in lots of 5,000 Ibs. or 
more. We have stated to the carriers that they can, by apply- 
ing Rule 10 of the Official Classification, which governs tariffs 
applying on this sugar, rate our sugar on basis-of the higher 
domestic rate on the entire carload, which happens to be 41c 
Cc. L., minimum 40,000 lbs., as against the previous practice of 
assessing the import rate of 37c on the import portion of the 
car, and the 64c L. C. L. rate on the coastwise sugar, and still 
absorb the terminal charges referred to. Our argument is 
that in order to receive the benefit of the absorptions, we show 
on our bills of lading notation that sugar was imported or 
arrived at Norfolk in coastwise movement, as provided for in 
absorption tariffs. We further claim that the carrier can law- 
fully apply Rule 10 of the Classification, because by showing 
on the bill of lading that part of the sugar was imported and 
part was coastwise traffic, we have a mixed carload and this 
permits the application of the rule in question, in so far as 
the application of the rates is concerned. 

Do you have any record of a decision of the Commission 
dealing with a case of this kind, and can you give me the 
benefit of your own views on this question? 

Answer: In so far as the application of Rule 10 to the 
shipment in question is concerned, we direct your attention 
to the decision of the Commission in Cobb Co. vs. M-K-T R. Co., 
163 I. C. C. 241, in which the Commission states that a mixed 
carload is a shipment of different articles of the same article 
in different kinds of containers or packages, such as barrels, 
boxes, crates, and bundles, in a single consignment. Therefore, 
unless the sugar which you are shipping is packed in different 
kinds of containers or packages it is not a mixed shipment so 
far as the application of Rule 10 of the Classification is con 
cerned. 


We can locate no decisions of the Commission which may be § 


used as a basis for determining the rate which should apply 
on the shipments you describe. 


There appears, however, to be no reason why the domestic 
rate of 47c may not be applied to be entire shipment. In fact, 
we are inclined to the opinion that the loading of the imported 
sugar in a car with domestic sugar and the forwarding of the 
entire lot as a carload shipment localizes the import portion 
of the sugar, thereby making applicable the domestic rate to 
the entire amount. We do not believe that in the absence of 
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> MAKING FRIENDS ~ 
WITH A RAILROAD 


Friendly relations between railroad and shipper are 
vitally important. Their interests are mutual, for pros- 
perity comes to the railroad only when its shippers 
are prosperous. The railroad is not merely the servant 
of the shipper—it is a partner. If business conditions 
require the shipper to reduce his volume of shipping, 
the railroad cannot go away and seek a full-time job. 
It must stay and share in the shippers adversity, and 
its duty then is to lend its aid in every practical manner. 


a 


Because this has been well learned in its 50 years of 
experience in supplying railroad transportation in the 
Pittsburgh industrial district, the Montour Railroad 
Company is always anxious and willing to aid in 
advancing the interests of its shippers. 


The practicable effect of this co-operative spirit is to 
be found in the continuous and substantial growth of 
the Montour’s business year after year. 


MONTOUR RAILROAD CO. 


PITTSBURGH 
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tariff provision therefor, two different rates, one import and one 
domestic, can be applied to the same carload shipment. 


Damages—Failure to Comply With Order of Commission Award- 
ing Reparation 


Minnesota.—Question: Assuming that the Commission has 
made an order awarding reparation and that the carriers have 
not paid the reparation within the time specified in said order, 
and that a year has elapsed from the date named in the order 
for payment, and that no suit has been filed in any court for 
the enforcement of such order, and that carriers have previously 
stated as their reason for not making such reparation that the 
Commission is conducting a general investigation into the rates 
involved in said complaint and that they will not pay any 
reparation pending such general investigation. Could the car- 
riers, if they so desired, legally and lawfully, after the expira- 
tion of said year, pay reparation? 

Could the statement of camriers that they would not pay 
any reparation pending such investigation be considered as a 
waiver of the statute of limitation, referring’ particularly to 
Section 16, part 3, paragraph (f) of the Act? 

If it is your opinion that no petition for the enforcmeent 
of the order of the Commission could be filed as provided in 
paragraph (f), would the complainant have a right of action 
for civil liability of the carriers for the damages caused by 
vielation of the Act, Sections 8, 9, and 10, which coupled with 
Section 16, part 1, and Section 16, part 7. Section 8 gives the 
shipper a right of action for damages caused by violation of 
the Act and the Act provides that the Commission has power 
to award reparation and also that the carriers and its agents 
must comply with the orders of the Commission. Therefore, 
it seems to us that when the carriers have refused to pay an 
order of the Commission awarding reparation, they have failed 
to comply with the Act and the shipper has been damaged by 
the amount of the reparation, and that, therefore, he has a 
right of action for damages, which is something different than 
a petition for the enforcement of the Commissions order for 
reparation as provided in paragraph (f), part 3 of Section 16. 
It seems to us that for the carriers to relieve themselves from 
this liability they should have applied to the proper court 
for an order restraining the Commission from making such 
reparation. 

Is there any action that can be brought against the carriers 
for failure to comply with the Commission’s order of reparation? 

What is the period of limitation within whcih a shipper may 
bring an action against the carriers for damages for unreason- 
able rates charged in the past, where the Commission has found 
that the rates were unreasonable, the shipper not suing on the 
award of reparation as such, but suing under Section 8, based 
on the finding by the Commission that such rates in the past 
were unreasonable? 

Answer: As to your first question, while we can locate no 
decisions of the courts, it is our opinion that the principle of the 
decision in the Wolf case, 261 U. S. 133, 43 S. Ct. 259, is ap- 
plicable and that the carriers cannot legally pay reparation after 
the expiration of the one-year period. 


In answer to paragraphs 2, 3, 4 and 5 of your letter, our 
views are as follows: 


An order of the Interstate Commerce Commission awarding 
reparation is only prima facie evidence of a right thereto, and 
after the expiration of the one-year period for bringing suit 
to enforce the order, provided for in sub-division (f), of para- 
graph 3, of Section 16 of the Act, which action is remedial and 
not punitive (Meeker vs. Lehigh Valley R. Co., 236 U. S. 412, 
35 S. Ct. 328), there exists no available evidence upon which 
to base a suit in court to recover the reparation ordered by 
the Commission. Unless there exists a right to damages (not 
reparation) for failure to comply with the order of the Com- 
mission, or a penalty for this failure, there igs no liability on the 
part of the carrier after the expiration of the one-year period 
above referred to. 


The findings and orders of the Commission are prima facie 
evidence of the facts therein stated and if no testimony is 
offered to overcome the prima facie case the orders of the 
Commission are controlling and determine the amount of re- 
covery. Pennsylvania R. R. Co. vs. W. F. Jacoby & Co., 242 
U. S. 89, 37 S. Ct. 49. The findings and orders are, however, 
prima facie evidence only of the facts therein stated and do 
not preclude the defendants from showing in a court facts con- 
stituting a defense. Willamette Iron & Steel Works vs. B. & 
O. R. R. Co., 25 Fed. (2d) 521, 25 Fed. (2d) 522. 

While the findings and orders of the Commission are prima 
facie evidence of the facts stated, a carrier is entitled to its 
day in court to protest these findings but after the expiration 
of the one-year period provided for in Section 16 for the bring- 
ing of an action to enforce an order of the Commission, the 
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findings and orders of the Commission have lost their force and 
effect. 

Paragraph 8, of Section 16 of the Act provides that any 
carrier, any office, representative, or agent of a carrier, or any 
receiver, trustee, lessee, or agent of either of them, who know. 
ingly fails or neglects to obey any order made under the pro. 
visions of Sections 3, 12, or 15 of the Act, shall forfeit to the 
United States the sum of $5,000 for each offense. 

The Interstate Commerce Act provides a penalty for the 
carrier’s failure to comply with an order of the Commission, 
but we can locate no case in which Section 8 has been made 
the basis for such an action as you suggest, i. e., a civil action 
for punitive damages for failure to comply with an order of 
the Commission. We are of opinion that no such right of action 
exists. 


Tariff Interpretation—Application of Ex Parte 103—Emergency . 


Charge Rates—to Mixed Carloads 

Ohio.—Question: A question has come up relative to the 
emergency charge on a mixed carload of brick and fire clay. 

For example a car containing 80,000 brick and 20,000 Ibs. 
of fire clay on which the rate was $1.50 per net ton on both 
commodities, the minimum weight being the same. Kindly 
advise the legal emergency charge which should be assessed on 
this shipment. 

We claim the emergency charge’ on the entire shipment 
should be 12c a net ton, which is the lowest emergency charge 
on fire clay, and which is in accordance with Item 25, para- 
graph B, of the master tariff. 

We have also been advised that the emergency charge 
should be 1c on the brick and 12c on the fire clay, but according 
to the interpretation of the above item, our contention is that 
this car should move on the lowest emergency charge, which 
is 12c a ton covering the fire clay. 

Answer: Commodity Group 392 of the Emergency Master 
Tariff authorizes an increase of 12c per net ton on clay, and 
20c per net ton on brick is authorized in Group 551. Item 25, 
paragraph (b) provides: 


Where commodities all of which are subject to emergency charges 
but at different emergency charge rates are included in a mixed car- 
load, the carload emergency charge shall be computed at the ‘eet 
and carload emergency charge applicable on each commodity. 


The rule then, after stating that each article will take its 
own emergency charge rate applied to its own weight, pro- 
ceeds to outline a minimum emergency charge for the entire 
shipment, thus: “the entire carload to be subject as a mini- 
mum to an emergency charge computed at the lowest emer- 
gency charge rate and the highest carload minimum weight 
for any commodity taking the lowest emergency charge rates.” 

Applying this minimum rule to the mixed shipment in ques- 
tion, there being only one commodity in the mixture which takes 
the lower emergency charge rate (clay), the clay minimum is 
applicable in computing the minimum charge on the shipment. 
As the clay and the brick minimum weights are the same, 
however, in this case, the question of which minimum to use 
is not important. The minimum emergency charge, therefore, 
is the clay minimum charged at the clay emergency rate of 
12c. Obviously, the emergency charge to be added to this 
mixed shipment is 12c per ton on the actual weight of the 
clay, and 20c per ton on the actual weight of the brick, because 
the minimum charge for the entire shipment is still lower. 
Tariff Interpretation—Commission and Courts Final Interpreters 

Michigan.—Question: Referring to your answer to “Illinois” 
on page 524 of the Traffic World of March 5th under the cap- 
tion, “Freight Charges—Liability of Consignee.” 

In your answer you state that if the commodity shipped 
was distillate and not gas oil the consignee, by accepting same, 
becomes liable. The Western Classification Committee has 
ruled that gas or fuel oil over 36° gravity should be classed as 
refined oil distillate. Shippers claim that the commodity is 
properly classed as gas oil even if the gravity does go a trifle 
over 36°. The ruling of the Western Classification Committee 
has not, to our knowledge, been published in the Western Classi- 
fication or in any tariff. The question is: Can the carriers 
legally collect charges based on such ruling of the Western 
Classification Committee until such rule is made a part of 
tariff or tariffs governing the movement of gas oil and dis- 
tillate? 

Answer: Unless the tariffs specifically define an article, 
it is a matter for determination by the Commission or courts 
as to what rate should be applied on a given commodity. While 
a ruling by a Classification Committee, because of the train- 
ing of the members and their familiarity with articles of com- 
merce, acquired in the course of their duties, is entitled to 
great respect, it is not finally determinative of the legal rate 
to apply in the event of dispute. 

See the decision of the Commission in Newton Gum Co. 
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vs. C. B. & Q. R. R. Co., 16 I. C. C. 341, in which case the 
Commission said: 


This Commission has long since repudiated the suggestion that 
railroad officials may be looked to as authority for the construction 
of their tariffs (see Hurlburt vs. Lake Shore & Michigan Southern 
Ry. Co., 2 I. C. C. Rep. 122). We quote from Judge Cooley’s opinion 
in that case. 

“A classification sheet is put before the public for its informa- 
tion. It is supposed to be expressed in plain terms, so that the ordi- 
nary business man can understand it, and, in connection with the 
rate sheets, can determine for himself what he can be lawfully charged 
for transportation. The committee who prepared this classification 
have no more authority in construction than anybody else, and they 
must leave the document, after they have given it to the public, to 
speak for itself.’’ 


Freight Charges—Liability of Consignor Where No-Recourse 
Provision of Bill of Lading Not Signed 


Ohio.—Question: Please refer to your answer to Ohio, page 
471 of the February 27th, 1932, issue of the Traffic World, under 
the caption “Freight Charges—Liability of Consignor,” con- 
cerning the liability of the consignor for freight charges. You 
refer to P. R. R. vs. Marcelletti, 240 N. W. 4, this being a case 
decided by the Supreme Court of Michigan, who remanded the 
case and ordered a new trial. 

The United States District Court, District of Minnesota, 
in Monon vs. International Milling Company, on March 2, 1929, 
rendered an opinion by District Judge Cant, in which it was 
held that a carrier will not be heard to urge its own default 
as basis for recovery, where no question of public policy nor 
wrong affecting the public is involved. 

An attempt was made by the Monon to have Judge Cant’s 
decision reviewed by the Supreme Court of the United States 
on writ of certiorari, but on December Ist, 1930, the Supreme 
Court denied the petition, which in effect affirms Judge Cant’s 
decision. The law, there, now is that a carrier, in a purely 
private controversy, where no question of public policy and no 
wrong affecting the public is involved, will not be heard to 
urge its own default as the basis for recovery of its charges. 

The writer will appreciate your comments. 

Answer: As to the effect of a denial of a writ of certiorari, 
the Commission in State of New York vs. N. Y. C. R. R. Co., 
95 I. C. C. 119, said: 


The decision of the highest court of the state having been in 
favor of the right or immunity under the Federal statute especially 
set up by defendant, a writ of error from the Supreme Court of the 
United States could not be sued out, and the state commission peti- 
tioned that court for a writ of certiorari (act of September 6, 1916, 
39 Stat. 726, c. 448) upon which to secure in that tribunal a review 
of the Federal question. The petition was denied, 258 U. S. 621, and 
the pending complaint was then filed. While the withholding of the 
discretionary writ of certiorari did not imply an affirmance, it left 
outstanding the decision of the state court of last resort, under which 
complainants and others are, at least for the time being, concluded 
from further recourse to the state commission. 


If this is a correct statement of the law, the question cov- 
ered by our answer to which you refer has not been denitely 
decided. 


Liability of Carrier for Amount Received From Sale of Injured 
Goods 


Nebraska.—Question: A shipment moving under the present 
form of standard bill of lading was damaged during transpor- 
tation and the damaged articles were returned to the carrier as 
salvage. Through an oversight, the claim for damages was not 
filed until the nine months’ period had expired. The carriers 
have refused to entertain the claim because of the bill of lading 
provision and do not admit any liability for the amount re- 
ceived from the sale of the salvage. 

We are of opinion that the carrier is at least liable for 
the amount received from the sale of the salvage. Are we cor- 
rect, and can you give us any decisions on this subject? 

Answer: We can locate no decisions which deal specifically 
with this question. However, unless it should be held that the 
filing of a claim within the nine months’ period prescribed in 
the bill of lading is a condition precedent to the recovery of 
the amount received from the sale of the salvage on the ground 
that the injury to the goods and the sale of the damaged articles 
by the carrier is one transaction, we believe that you can 
maintain an action for money had and received. 

An action for money had and received, although an action 
at law, is governed by equitable principles and in it plaintiff 
waives all torts, trespasses and damages. It may, in general, 
be maintained whenever one has money in his hands belong- 
ing to another, which, in equity and good conscience, he ought 
to pay over to that other. Nash vs. Towne, 5 Wall. 689, 18 
Led 527; Reeves Sugar Refinery vs. Stone, etc., R. Co., 285 
Fed. 167; Thiele vs. Carey, 85 Neb. 454, 123 N. E. 442; McCor- 
mick Harvester Co. vs. Stires, 68 Neb. 432, 94 N. EB. 629. 

While the general rule is that this action lies only where 
money has been received by defendant, the action may never- 
theless be sustained where no money has actually passed, but 
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something has been received as money or has been really or 
presumptively converted into money before suit brought. Delvin 
vs. Houghton, 202 Mass. 75, 88 N. E. 580; Brundage vs. Port 
Chester, 102 N. Y. 494, 7 N. E. 398. 

The action will not lie to recover the value of property 
alleged to have gone into defendant’s possession, unless it has 
been sold or otherwise converted into money or its equivalent, 
even though the property has been consumed by the defendant. 
However, where one sells the property of anothr and receives 
the price in money or its equivalent, the owner may waive the 
tort and maintain an action for money had and received to 
recover it. Prichard vs. Budd, 76 Feb. 710; Stadmiller vs. 
Schirmer, 248 Mass. 244, 142 N. E. 905; Newcombe vs. Ostrander, 
177 N. Y. S. 391. 

Unless freight charges have been paid it is possible that the 
goods were sold for freight charges, in which event it is the 
duty of the carrier to refund any excess after deducting the 
amount of its freight charges. See our answer to Maryland, 
on page 718 of the Sept. 20, 1922, Traffic World, under the cap- 
tion, ‘Sale of Goods—Disposition of Excess Over Freight and 
Storage Charges.” 

We assume that at the time the goods were returned to 
the carrier there were no negotiations which might be con- 
strued as a claim or notice of claim. See in this connection 
our answer to Ohio, on page 526 of the March 5, 1932, Traffic 
World, under the caption, “Notice of Claim, What Constitutes.” 


Shipping—Loss or Damage Resulting From Seizure Under Legal 
Process 


Montana.—Question: Will you please advise in regard to 
the following shipment and how to present claim in the case 
explained below: 

We shipped a car of flour to Seattle for sailing January 8th, 
and the flour was loaded but was attached at Everett and the 
cargo was held in the boat until a few days ago and was trans- 
shipped by another line at a higher rate on our authority. 

We received a bill of lading from the first named line, 
which we understand is now in the hands of a creditors’ com- 
mittee, showing a rate of 25c, and we now receive a new Dill 
of lading from the trans-shipping line showing a rate of 35c. 

Will you please advise if we can collect claim from the 
creditors’ committee for the difference in freight charges, and 
damage to the shipment, if any? Must we handle this through 
the court or direct with the creditors’ committee? 

Answer: In the Brunswick, 263 Fed. 907, it is held that 
under the Harter Act, Sec. 3, providing that neither a vessel 
nor her owner shall be held responsible for damages or loss 
resulting from seizure undér legal process, a vesse was not 
liable for failure to transport freight received on a wharf, and 
for which bills of lading were issued, when the failure was due 
to the seizure of the vessel under execution. 

In this case the goods had not been loaded on the ship 
at the time the vessel was seized under execution, but bills 
of lading had been issued and the freight was actually de- 
livered on the wharf. It would, therefore, appear that the 
decision is applicable to the facts in the instant case. In this 
decision the court said: 

Apparently no court has been called upon to construe this last 
provision. Conceding that the act is to be strictly construed, it 
is quite evident that it was the intention of Congress to relieve the 
ship and her owner from all liability for damages rising from causes 
beyond their control. There can be no doubt that the damage in this 
case was caused solely by the seizure of the vessel in the state court, 
which prevented her from making the voyage; therefore, the ship is 
protected by that particular clause in the Harter act. 

However, under the decision in The St. Paul, 277 Fed. 99, if 
the ship is unseaworthy, the exemption in the statute does not 
protect the ship. 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States in the first two months 
of 1932 placed in service 870 new freight cars, according to 
the car service division of the American Railway Association. 

In the same period last year, 2,631 new freight cars were 
placed in service. 

Of the new freight cars installed the first two months this 
year, 204 were box cars while there were 429 new coal cars 
installed. In addition, there were installed in the two months’ 
period this year 112 refrigerator cars and twenty miscellaneous 
cars. 

The railroads on March 1 this year had 3,214 new freight 
cars on order compared with 8,669 on the same day last year. 

The railroads also placed in service in the first two months 
this year three new locomotives compared with 26 in the same 
period in 1931. 

New locomotives on order on March 1 this year totaled 36 
compared with 86 on the same day last year. 

Freight cars or locomotives leased or otherwise acquired are 
not included in the above figures. 
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SHIP TO AND FROM CALIFORNIA 


VIA... 


CLEAN, SCENIC.. 
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Seattle, Wash. 








P.H P. B. Beidelman 
traffic Mgr, Western p affic Mgr. Frist Traffic Mar. 
St. Paul, Minn. 


FREIGHT 
SERVICE 


Now you can ship “all the way” to Cali- 
fornia via Great Northern, between St. 
Paul, Minneapolis, Duluth, Winnipeg, 
Spokane, Portland, Seattle, Tacoma, Klam- 
ath Falls, Oakland and San Francisco and 
intermediate points. Through merchandise 
cars to and from the Pacific Northwest and 
California. 


East or West in your travels enjoy the 
luxury and unequalled comfort of the 
Great Northern's fleet of mighty trains. 
This summer, plan to stop off a few days 
at Glacier Park—right on the main line. 


JROUTE OF THE EMPIRE BUILDER 


H. G. Do 
Sotee . = eM b Asst. Gin on i pat Genera Fretohe A 
s om? eek Bide. 


way 105 W. Adams St.,R.620 


233 
New York ity, N.Y. Chicago, Ill, "Son Francisc Calif. 





Doings of the Traffic Clubs 





The Traffic Club of Chicago held its annual election March 
29 with the following result: President, Henry A. Palmer, 
editor and manager, The Traffic World; first vice-president, 
W. D. Beck, district manager, car service division, A. R. A.; 
second vice-president, R. J. Wallace, traffic manager, Jaques 
Manufacturing Co.; third vice-president, F. B. Houghton, vice- 
president, A. T. and S. F.; secretary, R. W. Campbell, manager, 
traffic department, Butler Paper Corp. (reelected); treasurer, 
J. H. Howard, manager, Western Weighing and Inspection Bu- 
reau (reelected); directors for two years: J. H. Mangold (re- 
tiring president), traffic manager, E. J. and E.; E. F. Smith, 
freight traffic manager, Western Electric Co., Inc.; George A. 
Hill, A. G. F. A., Pennsylvania Railroad Co.; John W. Bingham, 
traffic manager, Corn Products Refining Company. The new 
officers were installed at the annual business meeting in the 
evening, at which the retiring president and the incoming pres- 
ident both made brief remarks and various items of business 
were disposed of. The meeting was preceded by a dinner and 
followed by a vaudeville entertainment. The ballroom of the 
Palmer House, in which the affair was held, was decorated to 
resemble the deck of a ship and those in attendance wore sailor 
caps. J. H. Burke was chairman of the committee having the 
entertainment in charge. 





At the March meeting of the Women’s Traffic Club of Chi- 
cago Miss Ellen J. Raymond, general agent of the Green Bay 
and Western, whose portrait is here- 
with presented, was installed as presi- 
dent. Miss Raymond has been in her 
present position for the last seven 
years. The territory over which she 
has jurisdiction extends from Milwau- 
kee to the Gulf, east to Ohio and west 
to Colorado. Other officers installed 
are as follows: First vice-president, 
Gertrude E. Micon, passenger repre- 
sentative, Hamburg American Line; 
second vice-president, Edna N. Bald- 
win, car service, Chicago and Alton; 
treasurer, Mae Lenney, traffic manager, 
Candy and Company; recording secre- 
tary, Zoe Ducat, passenger department, 
Nickel Plate; corresponding secretary, 
Mary A. Driscoll, chief surgeon’s office, 
Rock Island. At a meeting of the club 
April 13 W. T. Biscoe, resident man- 
ager of the India State Railways Bureau, will give an illustrated 
lecture on “A Tour Through Kipling Country with a Side Trip 
to Burma and Ceylon.” Invitations have been extended to the 
other Chicago traffic clubs. The meeting will be held in the 
club rooms of the Traffic Club of Chicago at the Palmer House. 








At a luncheon of the Traffic Club of Wichita at the Innes 
Tea Room March 24 the Rev. J. Allan Watson, pastor of River- 
side Christian Church, spoke on “Strategy in Handling People.” 
At a luncheon at the Innes Tea Room March 31, local winners 
in an oratorical contest, who will compete in a national contest 
conducted by the National Electric Light Association, were the 
speakers. 





The Dallas Traffic Club has voted to apply for membership 
in the Associated Traffic Clubs of America after having with- 
drawn several years ago. The vote was taken at a luncheon at 
the University Club March 28. 





The next meeting of the Traffic Club of Newark will be held 
at the Chamber of Commerce Building April 4. A minstrel show, 
under the direction of William Savage, traveling freight agent, 
Southern Railroad, will be presented by “New York’s Railroad 
Minstrels.” Short talks will be made by representatives of the 
Newark Civics Club Council. 





“Bankers’ Day” will be observed by the Traffic Club of Min- 
neapolis at the Nicollet Hotel April 7. A “stag party” will be 
given by the club April 13. An elaborate program of entertain- 
ment is promised. 





The Transportation Club of St. Paul will hold a carnival 
and dance at the Oxford Ball Room April 2. 





‘The Cincinnati Traffic Club has appointed the following del- 
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egates to the meeting of the Associated Traffic Clubs of Amer. 
ica at St. Paul April 27 and 28: M. D. Smith, Snow King Baking 
Powder Company; J. J. McGuinn, general agent, M. & St. L. 
William G. Lacey, traveling freight agent, Milwaukee; E. J. 
Stiles, freight agent, Northern Pacific. The following have been 
appointed alternates: Samuel Herndon, traffic manager, Cin. 
cinnati Chamber of Commerce; J. C. Boyer, general agent, Bur. 
lington; L. C. Jack, district freight agent, Canadian Pacific; G¢, 
L. Helmstadter, general agent, North Western. 





The Traffic Club of Detroit will give a formal dinner dance 
for members and guests at the Statler Hotel April 2. 





The first meeting of the Traffic Club of Baltimore under its 
new officers will be held at the Hotel Emerson April 5. Dinner 
will be served and there will be a speaker and entertainment. 
A. E. Dutton, local manager, Norton, Lilly and Company, and 
H. M. Phillips, division freight agent, Pennsylvania, have been 
appointed delegates to the St. Paul convention of the Associated 
Traffic Clubs of America. Director E. A. Seidl is also expect- 
ing to attend. 





The Transportation Club of Decatur has appointed T. C. 
Burwell, vice-president and traffic manager, A. E. Staley Manv. 
facturing Company, and W. M. Smothers, district freight agent, 
B. & O., to represent it at the Associated Traffic Club’s meeting 
in St. Paul. 





The Philadelphia Passenger Association will meet at the 
Bellevue-Stratford Hotel April 4. 





Because of an unexpected trip to Washington, Colonel B. C. 
Allin, director of the Port of Stockton, who was announced as 
one of the speakers at an “Industrial Night” meeting of the 
Pacific Traffic Association at the Palace Hotel, San Francisco, 
April 12, will not be able to appear. His place will be taken 
by George D. Fitch, industrial commissioner, San Francisco 
Chamber of Commerce, whose subject will be “Industrial De. 
velopments at San Francisco in Relation to Its Port Develop 
ment.” 
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F. E. McGrath, division freight agent of the New York 
Central Railroad, at Albany, N. Y., will be installed as president 
of the Capital District Traffic Association at its annual dinner 
April 5 at the DeWitt Clinton Hotel, Albany. He started his 
railroad career as messenger for the New York Central, at Bronx 
ville, N. Y., before and after school hours. Since then he has 
served as night operator, assistant agent, agent and solicitor, 
both freight and, passenger. In the early part of 1917 he served 
as camp general agent of the American Railway Association at 
Officers’ Training Camp, Plattsburg, N. Y., which position he 
left to enter the army. When his organization moved into the 
Army of Occupation at Coblenz he was adjutant of the military 
commander at that point. Since his return to the United States 
the latter part of 1919, he served as Canadian freight and 
passenger agent at Montreal; general agent, freight depart: 
ment, at Buffalo; division freight agent, at New York, and di 
vision freight agent, at Albany. The following will also be 
installed as officers of the association: First vice-president, 
Arthur F, Hyland, district traffic manager, F. W. Woolworth 
and Company; second vice-president, A. Flood, district freight 
agent, Pennsylvania; third vice-president, M. Roos, P. A. Cor 
solidated Car Heating Company; secretary, M. J. Ford, traffic 
manager, Lone Star Cement Company; treasurer, E. P. Vande 
loo, traveling freight agent, Erie; board, Harry L. Acker, 
assistant traffic manager, A. P. W. Paper Company (chairman); 
William P. Hoffmann, city freight agent, New York Central; 
J. E. Hanrahan, assistant traffic manager, Albany Port Com: 
mission; John J. Harvey, traffic manager, New York Powel 
and Light Corporation. J. M. Fitzgerald, vice-chairman, Com: 
mittee on Public Relations, Eastern Railroads, will be the pri- 
cipal speaker at the dinner, and John J. Dugan, formerly judge 
of the Albany Children’s Court, will be toastmaster. 


































The Traffic Club of Denver will hold its next meeting 4 
the Daniels and Fisher’s Tea Room April 8. Dinner will be 
served and Captain Ted Syman, traveler and lecturer, will givé 
a talk, illustrated with moving pictures, on “Adventures i 
Africa, The Gem Hunter.” 








At a “Federal Barge Lines Luncheon” of the Traffic Club 
of New Orleans at the Hotel Roosevelt April 4 Major General 
T. Q. Ashburn, president and chairman of the Inland Water 
ways Corporation, will speak on “The Future of Transporté 
tion in the United States.” A large number of entries hav? 
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been received for the golf tournament to be held at the Matairie 
Golf Club April 5. 





Dr. Arthur E. Bostwick, city librarian of St. Louis, who 
has just returned from a trip to China, will talk on “What’s 
Going on in China” at a luncheon of the Traffic Club of St. 
Louis at the Jefferson Hotel April 4. 





Personal Notes 





Fred W. Sargent, president of the Chicago and North West- 
ern, was the principal speaker at a meeting in Chicago, March 
29, called by the Chicago Association of Commerce, to protest 
the mounting burden of taxation and government extravagance. 
The meeting was attended by representatives of cities in seven- 
teen states. Charles Barham, vice-president, N. C. & St. L., 
was also a speaker. 

Stuart A. Allen, assistant to the general freight traffic man- 
ager, Baltimore and Ohio, died suddenly March 30 at his home 
in Chicago. 

H. G. Zimmermann has been appointed agent of the Clyde- 
Mallory Lines, Clyde Steamship Company, and Mallory Steam- 
ship Company, at New York, succeeding B. T. Smith, who died. 

The position of traffic manager for solicitation, Inland 
Waterways Corporation, has been abolished. J. P. Higgins has 
been appointed to the newly created position of general traffic 
manager. The titles of H. E. Ruddiman and C. E. Becker have 
been changed to that of assistant general traffic manager. L. 
D. Chaffee has been appointed traffic manager, succeeding W. 
M. Hough, who died. 

Thomas Byers has been appointed general agent, freight 
traffic department, Delaware and Hudson, at Pittsburgh, suc- 
ceeding H. W. Haas, who died. Leonard Unger, traveling freight 
agent at Cleveland, has been assigned to the territory formerly 
covered by Mr. Byers. J. A. Powers has been appointed travel- 
ing freight agent at Cleveland, succeeding Mr. Unger. 


Harry F. Masman and Charles J. Browne, of the traffic de- 
partment of the National Association of Waste Material Dealers, 
Inc., New York, have resigned to assume similar duties for 
several eastern groups dealing in paper stock, woodpulp and 
non-ferrous metals. Mr. Masman and Mr. Browne will be lo- 
cated in New York. 


Appointment of Frank W. Rourke as general superintendent 
of the Boston and Maine has been announced by Vice-President 
and General Manager J. W. Smith. Mr. Rourke has been assist- 
ant freight traffic manager in charge of import and export trade, 
including the Boston and Maine’s foreign trade promotional 
service, and also general superintendent of the Mystic Terminal 
Company, at Boston. In his new position he succeeds to the 
» same post that his father held for many years. At the same 
time it was announced that P. E. Pfeifer, assistant general man- 
ager in charge of train operations, has tendered his resignation 
and the position has been abolished. It was announced that 
David J. Hurley, who has been with the Mystic Terminal Com- 
pany since it was formed September 1, 1926, will assume the 
position of general superintendent, Mystic Terminal Company. 

J. H. Mangold has been appointed traffic manager, Elgin, 
Joliet and Eastern, with headquarters at Chicago. J. B. Davies 
has been appointed general freight agent, with headquarters at 
Chicago. 

S. L. Fee has been appointed superintendent of the Alliance 
and Sterling divisions of the Burlington, with headquarters at 
Alliance, Neb., succeeding H. C. Murphy, transferred. The 
jurisdiction of G. L. Griggs, superintendent of the Galesburg 
division, has been extended to include the Beardstown division, 
and the position of superintendent at Beardstown has been 
abolished. W. E. Haist has been appointed assistant superin- 
tendent at Beardstown. Jurisdiction of J. P. Falk, superin- 
tendent of the Chicago division, has been extended to mile post 
33, on the Aurora division. The jurisdiction of H. D. Brown, 
superintendent of the Aurora division, has been extended to 
include the LaCrosse division, and the position of superintendent 
at North LaCrosse has been abolished. H. C. Murphy has been 
appointed assistant superintendent at North LaCrosse. 

Ralph P. Bird has been appointed general agent, freight 
department, Santa Fe, at New York, succeeding C. H. More- 
house, who died. 

Agnew T. Dice, president of the Reading Company, dropped 
dead while going home with his wife in Philadelphia March 25. 
He was 69 years old. He began his railroad career with the 
Pennsylvania as a flagman with the engineering corps. 

J. F. Minter has been promoted to general agent, Virginian 
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Railway, at Pittsburgh, succeeding W. H. Casson, resigned, 
J. S. Branch has been appointed commercial agent at Norfolk, 
Va., succeeding Mr. Minter, and E. W. Barnes has been ap. 


pointed traveling freight agent at Norfolk, succeeding Mr. 
Branch. C, S. Latinville has been appointed foreign freight 
agent, with offices at Norfolk and New York. 


AIR TRAFFIC 


Civil aircraft of the United States carried 2,389,862 pas. 
sengers and flew 141,729,105 miles in 1931 in all types of 
operations, according to Clarence M. Young, Assistant Secre. 
tary of Commerce for Aeronautics. 

The scheduled air lines, including domestic routes and 
American operated lines extending into Canada, Mexico, Central 
and South America, carried 522,345 passengers in 1931, and the 
miles flown were 47,385,987. The remainder of the flying activity 
was credited to miscellaneous operators. 

Miscellaneous operations include student instruction; ex. 
perimental flying; miscellaneous commercial flying, such as 
charter work, sightseeing, crop dusting, aerial photography, etc., 
and pleasure flying. They transported 1,867,517 passengers 
during the year and flew 94,343,115 miles. 

There was a substantial increase in traffic over the sched- 
uled airlines in 1931 over 1930, but activities of miscellaneous 
operators decreased, as may be seen in the following compila- 
tions: 


SCHEDULED AIR TRANSPORT OPERATIONS—DOMESTIC 


1931 
Miles flown 42,755,417* 


1930 
31,992,634} 
374,9 





NE 65). c0usd cs saa eae eeaws om 469,981 1935 
eee rer rr 788,059¢ 2,760,2078 
BMiatl, MOUNGS .......cce0. 9,097,411 ,985,010 
Mail payments $19,900,250.88 $14,702,655.71 
Passenger miles 106,442,375 84,015,572 
FOREIGN (CANADA, LATIN AMERICA, ETC.) 

1931 1930 
I I ig 5 SS eae hAmeucuu senda 4,630,570 4,952,569 
SIE Gb: 6: 0: diciata eeriisio's. show as due 52,364 »570 
RI, OUD Sais sscre-sieiewene sea wiee:s 363,289 109,048 
i i ee rr 13,526,202 19,732,677 

MISCELLANEOUS FLYING OPERATIONS 

1931 1930 

RE TE Ee Tee eT eT 94,343,115 108,269,760 
Passengers: 

oo eee re 1,430,052 1,840,492 
Carried for pleasure ......cc.0s 437,465 457,849 
"SOUL PEBUOMBCTS 66s cc cece 1,867,517 2,298,341 


*Does not include 194,419 miles flown in carrying private freight 
and express on schedule. 

yIncludes 280,093 miles flown in carrying private freight and ex- 
press on schedule. 

tDoes not include 1,532,156 pounds of privately carried freight and 
express on schedule. 

8Includes 2,400,684 pounds of privately carried freight and express 
on schedule. 


UNIONIZATION OF AIR PILOTS 


Representative Mead, of New York, chairman of the House 
committee on post office and post roads, has offered joint resolu- 
tion 345 to “safeguard rights of air mail pilots to collective 
representation.” 

The resolution directs the Postmaster General to provide 
by regulation that all air-transport operators who hold air mail 
contracts or route certificates, or in the future shall bid on or 
obtain or hold air mail contracts or route certificates, shall be 
required to recognize and agree to the right of pilots employed 
by them to collective representation and bargaining through and 
by representatives voluntarily chosen by them, without inter- 
ference, influence, or coercion on the part of their employers. 
Violation of the above would constitute grounds for the cancel- 
lation of carriers’ contracts or route certificates. 

* Lack of comprehensive understanding and a cooperative re- 
lationship between employer and employe, it is alleged in the 
resolution, leads to attitudes, policies, and practices which tend 
to create and greatly increase physical and mental hazard, caus. 
ing pilot errors that result in aircraft accidents. 


AIRSHIP AID BILL 


Senator McNary, of Oregan, has introduced S. 4262, a bill 
providing for government aid for airships in overseas service. 


AIRCRAFT ACCIDENTS 


The miles flown an accident in miscellaneous flying opera- 
tions the last six months of 1931 averaged 42,129, according 
to Clarence M. Young, Assistant Secretary of Commerce for 
Aeronautics. Miles flown for each fatal accident the last half 
of 1931 were 354,587; miles flown for each passenger fatality 
were 537,479. 

Miscellaneous flying includes all civil flying except that 
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accomplished by the scheduled air lines, and embraces student 
instruction, experimental, commercial and pleasure flying. 
Student instruction and experimental flying include operations 
implied by those terms; commercial flying covers such opera- 
tions as charter flights, aerial photography, sighseeing, crop 
dusting and exhibition flying; while pleasure flying means 
operation of planes for pleasure only. 

There was a total of 1,212 accidents in miscellaneous flying 
the last half of 1931. These included 987 accidents involving no 
injuries, or only minor injuries, to pilots and passengers. There 
were 81 accidents which caused severe injuries and 144 which 
involved fatalities. 

In all, 2,150 persons were involved in the accidents, Of 
these, 1,517 were not injured in any way; 259 suffered minor 
injuries; 137 were severely injured and 237 lost their lives. 

An analysis of the causes of accidents in miscellaneous fly- 
ing in the period July-December, 1931, showed that 55.75 per 
cent were due to personnel errors. Power plant failures ac- 
counted for 18.67 per cent; airplane failures were responsible 
for 12.07 per cent; miscellaneous causes (including weather, 
darkness, airport or terrain and others) accounted for 12.99 
per cent and for .52 per cent of the accidents the causes were 
listed as undetermined or doubtful. 


FIBREBOARD ASSOCIATION FILMS 

The Export Fibreboard Case Association has made about 
two thousand feet of film showing the methods and practices 
for handling fibreboard cases in the cannery, packing house, 
warehouse, and along the waterfront at various ports in the 
U. S. A. These pictures will be shown abroad to buyers, ware- 
housemen, longshoremen, and overland carriers both rail and 
motor. 

Representatives will carry portable projectors which will 
enable them to show the pictures anywhere and at any time, 
providing there is ordinary electric light power available. The 
projectors used are of modern, compact, business type, and do 
not require special screens or any unusual facilities or darkened 
room. 


THE HOLDING COMPANY 


“The Holding Company”—a study of its public significance 
and its regulation—by James C. Bonbright, professor of finance, 
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Coordinated Transport, Inc., under the same general 
e management as the Chicago South Shore and South Bend 
Railroad—South Shore Line—has started a pick-up and 
delivery service in either direction between Chicago and 


more than a score of cities in northern Indiana and south- 
ern Michigan. 


The rates for the first four classes of less than carload 


freight are as low as the regular class rates applying on 
rail movements between these points. 


Communities served include Fort Wayne, Kalamazoo, 
South Bend, Mishawaka, Elkhart, Goshen, Niles, Benton 
Harbor, St. Joseph, Michigan City and a dozen towns 


If you are interested in having a responsible concern handle 
your l.c.l. shipments between these communities and the 
Chicago district call Coordinated Transport, 72 W. Adams 
St., Chicago. Telephone State 0517. 


CHICAGO SOUTH SHORE AND SOUTH BEND R. R. 


72 West Adams Street, Chicago, Illinois 
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Columbia University, and Gardner C. Means, Columbia Uni- 
versity, has been published.by the McGraw-Hill Book Company, 
New York. The study is, according to the authors’ preface, an 
outgrowth of a special interest in the regulation of public 
utilities and deals extensively with the railroad side of the 
holding company problem, 

“Whatever may be one’s conclusions as to the public ad. 
vantages or disadvantages of this amazing concentration of con. 
trol,’ says the preface,” one must, at least, recognize its signi- 
ficance and its bearing on the problem of utility regulation.” 
The holding company in the railroad field is studied in the 


‘book in relation to its counterpart in other fields of industry, 


as well as with reference to other devices for bringing together 
the funds of many investors under centralized management. 


HANDLING OF PERISHABLE FREIGHT 


A record for on-time handling of perishable freight and 
livestock was established by the Indiana Harbor Belt Railroad 
in 1931, according to a statement by W. J. O’Brien, general man. 
ager of the line. The road, which acts as a connecting link 
among trunk line carriers terminating at Chicago, handled 
266,187 carloads of freight, requiring the operation of more than 
twelve thousand trains, of which 99.59 per cent were moved 
according to schedule. Such a performance, it is pointed out, 
permits of the regular maintenance of transcontinental sched- 
ules for perishable foodstuffs and further adds to the growing 
Chicago gateway for the handling of perishable commodities 
between the producing west and the consuming east. 


NEW COMPLAINTS FILED 


No. 25095. Bader-Parks Co., —, a vs. A. T. & S. F. et al. 
Rates, refrigerators, N. O. B. N., store display counter re. 
frigerators, store display sittaugaiens and cooling rooms, K. D., 
from Kendallville, Ind., to Tulsa and Oklahoma City, Okla., in 
violation section 1. Asks rates and reparation. 
No. 25096. Prosco Oils Corporation, Norfolk, Va., vs. B. & O. et al. 
Rates, rubber nut oil, Suffolk and Norfolk, Va., Hertford and 


New Bern, N. C., to Cincinnati and Ivorydale, O., from New 
Bern, N. C., 
Va., to Camden, Coopers Point, 
Little Falls and Singac, N. J., in violation section 1. 
and reparation. 
No. 25097. J. I. Decker, Wauneta, Neb., vs. C. & Q. 
Rates, sheep, in violation section 1 and 3, oe reason of failure of 


to Dayton, O., and Singac, N. J., and from Norfolk, 
South Kearney, North Bergen, 
Asks rates 



















William Petersen, Traffic Manager 
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Domestic Straight Bill of Lading adopted 


Mr. Traffic Manager: 
We know that some Com- 


mercial traffic managers hesi- cent, os hee rnd 
tate in showing intermediate Stine vet proutited Uy aw 


switching carriers in Bills of 
Lading on account of fear 
of possible overcharges when 
intermediate switching car- 
rier is not always shown as 
a concurring carrier in road 
haul tariffs naming joint 
rates. 
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adopted by Carriers te Oficial, Southern and Westers Classification Teri iories, March 13) 


[7] UNIFORM, STRAIGHT BILL OF LADING 
NEGOTIABLE 





abject to the classifications and terifis im effect on the date of ibe lasve of this Bill of Lading, 
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TO EXPEDITE YOUR 
SHIPMENTS 











Stipes Me 
Ageat’s 


Railroad Company 





You need have no fear in 
routing your shipments Via 
the Peoria Gateway. P. & P. 
U. Ry. Intermediate switch- 
ing charge of $3.00 is named 
in C. W. Galligan’s Illinois 
Freight Association Freight 
Tariff No. 41, I. C. C. No. 132, 
and is absorbed by line haul 
carriers under their absorp- 
tion tariffs. Simply mark 
your Bill of Lading Via 
Peoria, Illinois, and P. & P. 
U. will speed the interchange 
between line haul carriers. 








it OF street eddrese of consignes— For purpose, shemales | 


Switching Service Between 


Peoria and Pekin Union Railway Company 

Atchison, Topeka & Santa Fe Railway Company 

Chicago & Alton Railroad Company 

Chicago & Northwestern Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 

Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific Tate Company 

Cleveland, Cincinnati, Chicago & St. Louis Subway Company 


Inquiries solicited. 


Address E. F. STOCK, 


Illinois Central Railroad pemeeny 
——- Terminal R. R. System 
Inland Waterways Corporation | 
Minneapolis & St. ".ouis 14% Re ~w 4 
New York, Chicago & St. L. R . (L. E. & W. Dist.) 
Pennsylvania -, 
Peoria Terminal Com 
Toledo, Peoria & Wane Railroad 


Traffic Manager, Union Station, Peoria, IIl. 





PEORIA AND PEKIN UNION RAILWAY COMPANY 


5 QO MILES OF TRANSPORTATION 


FREE! 


Would You Turn It Down? 


Of course not! But that’s exactly what you get when 
you ship through Houston. It costs youno more than 
if you shipped from the open_gulf, yet you save the 50 
miles of rail costs that it takes to get your goods there. 


Get Out 
Your Pencil 
and Paper 
and Figure 
Out What 
These Savings 
Can Mean 


to DIRECTOR of the PORT 


YOU! J. Russell Wait 


That is the advantage of ements famous Ship 
Channel that brings the sea 50 mules nearer to you 
and that has saved shippers thousands of Dollars. 


HOUSTON TEXAS 
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carriers to allow fattening in transit at Manderson, Wyo., and 
Wauneta, Neb., on traffic going to S. St. Joseph, Mo., and other 
markets, the undue preference being to points near Wauneta and 
Manderson. Asks transit privileges and reparation. 
No. 25098. Nichols & Cox Lumber Co., Grand Rapids, Mich., vs. Can. 
Natl. Rys. et al. 
Rates, oak lumber, Hartburg, Tex., to Alexandria, Ont., in vio- 
lation section 1. Asks new rates and reparation. 
No. 25099. Mosaic Tile Co. et al., Zanesville, O., vs. B. & O. et al. 
Rate in violation sections 1 and 3, clay, Philadelphia, Pa., to 
Zanesville, O. Asks rate of 17 cents and reparation. 
No. 25100. Alabama Grocery Co. of Huntsville, Ala., et al. vs. A. T. 
& S. F. et al. ; 
Unreasonable rates, ratings and charges, beet sugar, points in 
Neb., Colo., Wyo., and points taking same rates, to Sheffield, 
Florence, Decatur and Huntsville, Ala. Ask rates and repara- 


tion. 
No. 25101. Elk Oil Co. et al., Fayetteville, Tenn., vs. A. G. S. et al. 
Rates, ratings and charges in violation sections 1 and 3, 
petroleum and products, points in Ala., Ark., Fla., Kan., La., 
Okla., and Tex. to Decatur, Gadsden, Hollywood, and Huntsville, 
Ala., Fayettesville, Sparta and Winchester, Tenn. Competitors at 
Nashville, Tenn., preferred. Ask rates and reparation. 
No. 25102. Ostenberg Motor Co. et al., Salina, Kan., vs. Alton et al. 
Rates, passenger automobiles, and extra parts, carloads, and 
on mixed carlodas of passenger automobiles, extra parts and 
freight automobiles or chassis, from Lansing, Mich., to Salina, 
q Kans., and passenger automobiles and extra parts, from Indian- 
*Napolis; Ind., to Salina, Kan., in violation section 1. Ask repara- 
on. 


No. 25103. International Paper Co. et al., New York, N. Y., vs. A. 
Cc. & Y. et al. 

Assail as unreasonable emergency charges under Ex Parte 103 
as applied on international shipments of newsprint paper, pulp- 
wood and woodpulp, between points in Canada and the United 
States, as substantially in excess of 10 per cent of the propor- 
tions of the charges accruing for the transportation within the 
United States. Aver that only fair method of dealing with this 
situation is to impose a partial surcharge for the United States 
lines arrived at by fair apportionment. Ask reasonable emergency 
surcharges for transportation within U. S. and reparation. 


No. ee. ee Food Products Corporation, New York, N. Y., vs. 

s , ot al. 

Rates and charges in violation section 6, live hogs, points in Ia., 
Kan. and Neb. to Creston, Ia., at which point reloaded in double 
deck cars and forwarded to Detroit, Mich., Buffalo, N. Y., and 
Wheeling, W. Va. Asks reparation. 


No, 25105. American Tar Products Co., 
Reading Co. et al. 

Unreasonable rates, crude water-gas tar, York, and other Pa. 
points and Hyattsville, Md., to Youngstown, O., and Follansbee, 
W. Va. Ask reparation. 

No, 25106. The Glessner Co., Findlay, O., vs. N. Y. C. & St. L. et al. 

Unreasonable rates and charges, cough remeday, vaporizing 
ointment, vaporizer combinations and glass jars, Findlay, O., to 
San Francisco and Los Angeles, Calif. Asks rates and reparation. 


Inc., Pittsburgh, Pa., vs. 


The Traffic World 


Vol. XLIX, No. 14 





No. 25107. D. E. Ryan Co. (no address given) vs. G. N. et al. 
Unreasonable rates, potatoes, Osseo and Elk River, Minn., to 
Cincinnati, O.; also alleged to be in violation published tariffs, 
Asks reparation. 
No. 25108. Chandler Davis Co. et al., Lakeland, Fla., vs. A. C. L. et al, 
Rates, citrus fruits, Clermont and Lakeland, Fla., to Portland, 
Me., in violation section 1. Ask reparation. 
No. 25109. England, Walton & Co., Inc., Boston, Mass., vs. Penn- 
sylvania. 
Rate, green salted hides, Chicago, Ill., to Olean, N. Y., in viola- 
tion sections 1 and 6. Asks rate and reparation. 





Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


April 4—New Orleans, La.—Examiner Fleming: 
1. & S. 3717—Import traffic stored at ports. 
1. & S. 3717 (ist supplemental order)—Import traffic stored at points, 
* |. & S. 3717 (2nd supplemental order)—Import traffic stored at ports, 
April 4—Washington, D,. C.—Examiner Glenn: 
— os Products Corporation of America vs. L. & H. R. 
y. et al. 


April 4—San Francisco, Calif.—Examiner Rogers: 
20769—In recharges for protective service to perishable freight. 
April 4—Washington, D. C.—Examiner Prichard: 
* Finance No. 9248—Application Atlantic City R. R. for authority to 
acquire control of Stone Harbor R. R. by purchase of capital 
stock and by operating contract. 


April 5—Jacksonville, Fla.—Examiner Davis: 
Finance No. 9094—Application F. E. C. Ry. and its receivers for 
authority to abandon the Mayport branch of said company. 


April 5—Washington, D. C.—Examiner Armes: 

l. & S. 3636 (8th and 9th supplemental orders)—Cotton, woolen and 
knitting facory products between interstate points. 

24139—N. C. Corporation Commission et al. vs. A. & W. Ry. et al. 

24140—N. C. Corporation Commission et al. vs. A. & R. R. R. et al. 

Fourth Section Application No. 14336—Dry goods in south (to be 
heard along with I. & S. 3636, cotton, woolen and knitting factory 
products between interstate points). 

24901—-National Assn. of Cotton Mfers. vs. B. & M. R. R. et al. 


April 6—San Francisco, Calif.—Attorney-Examiner Disque: 
Pacific Coast Fourth Section Applications, Nos. 13457 et al., filed by 


























IMPRINTED BILLS of LADING 


with company name and list of items insure 


I. C. C. FORMS 


Rule 5 Statement 
Special Docket 


RULED FORMS 
Car Records 


Claim Records 


Prices quoted—Stock or Special Forms 


Shipment 
Tonnage Records 


TARIFF FILES 231 Jefferson St. 


Uniform Classification and Lowest Rates 


SAVE TIME AND MONEY 
INCREASE EFFICIENCY 


Write for Sample Folder of Systems and Forms | 


HORDER'S Inc. 


Publishers and Stationers 


EXPORT FORMS 


Invoices for all 
British Empire 
Points, Japan, 
France, Brazil, 
Peru, Export Dec- 
laration, Return 


Affidavit. 


DOMESTIC FORMS 
Affidavits, Indem- 


nities, Claims, 
Tracers, Freight 
Bills, Car Orders, 


Express Claims. 
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“DRYo em a ston 


New Invention. 
for Shipping Dept. 


m }) 25% SAVING ASSURED 
in Strapping ApplicationTime 


A NEW Signode Unit has just been invented 
and placed on the market. Tests with steel 
strapping under actual service conditions indicate 
ts, at least a 25 per cent saving in application time 
over old equipment. This new unit renders com- — 
pletely obsolete every other type of tool in use “= 
Check up today, ask for demonstration or new 
Bulletin giving complete story. Signode Steel 
Strapping Co., 2613 N. Western Ave., Chicago, 
Illinois. New York Office, 364 Furman St., 


to Brooklyn, N. Y. 
tal 
for P h 
Mail DE Coupon 
nd 
Sicnope Steet Srraprinc Co. 
al. 2613 N. Western Ave., Chicago 
al, Send expert shipper to demonstrate your new unit. [] 
z Send Bulletin on new unit. [J 


Dependable 
Everywhere 


Whether shipping to American Ports 
or those of the Orient, route your 
shipments by American Mail Line 
President Liners. You are then 
assured of the best service, finest 
handling of merchandise and quick de- 
liveries at point of destination. Save 

Insurance Cost—time. Competition is 

keen. Turn your money over faster. 

Specify American Mail Line. 

A fleet of express Cargo Liners further 
guarantees you service. They augment the 
| American Mail Line service from Puget 

Sound to ports of the Orient. 


For information, apply desk No.6 


32 Broadway New York 
1714 Dime Bank Bldg Detroit 
110 So. Dearborn St 

Union Trust Bldg. Arcade. . Cleveland 


General Freight Office 
1519 Railroad Ave. So Seattle 


tif AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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OUR free Packing Advisory Bureau 

will save you the usual cost of out- 
side consultation—will show you how to 
solve your packing problems without ob- 
ligating you in any way. 


It is our business to devise effective, eco- 
nomical means of packing—and we will 
be more than glad to solve your indi- 
vidual problems. If our products are not 
applicable to your requirements we will 
tell you what is—and the 

advice will cost you 

nothing. Write today. 


MERICAN 


General Offices 
1000-20 N. Halsted St., Chicago 
HEADQUARTERS FOR PACKING SUPPLIES 


QUAKER LINE 
DEPENDABLE SERVICE 


From ALBANY, N. Y.— Fortnightly 
BOSTON, MASS.—Monthly 
NEW YORK, N. Y.—Weekly 
PHILADELPHIA, PA.—Weekly 

To Cristobal (Canal Zone), San Diego, 

Los ay San Francisco, 

Oakland, Portland, Seattle, Tacoma. 


For Rates and Other Particulars Apply 


QUAKER LINE 


PHILADELPHIA: The Bourse BUFFALO: McKinley Bidg. 

BOSTON: 33 Broad Street CHICAGO: 327 S, LaSalle Street 

NEW YORK: 24 State Street CLEVELAND: Hi me Bidg. 

ALBANY: D. & H. Bulldi DETROIT: General Motors Bidg. 
PITTSBURGH: Union Trust Building 


TARPAULINS 


» 


Protect merchandise in 
transit with “Shuredry” or 
“Fultex” waterproofed tar- 
paulins. They offer the kind 
of service you like to re- 
ceive. 

Write our nearest plant for 
samples and prices on tar- 
paulins, roll duck, wiping 
cloths, laundry bags, ice 
crushing bags, meat cloths, 
etc. 


Fulton Bag & Cotton Mills 
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Ani in One Book! 
Send for Sample Shee 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


stores, Distributors and Ferwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding 20c Ins. Rate 


Virginia Bonded Warehouse 4 
1709 East cot oleae 








Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 


We Bind The Traffic World 


adel _ ARNE a 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Promet Service and ty Work Guaranteed 
e Also Bind All of Publications 


The ‘ook Shop Bindery _.. 


3650-354 West Erie Street 


DEPENDABLE COLD STORAGE 


Ship your CARS to us for Storage and Distribution. 
Exceptional Rail Connections. 


25 Years of Satisfactory Service. 


CHICAGO COLD STORAGE WAREHOUSE Co. 
1526 So. State St. Chicago, Ill. 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing 





Vol. XLIX, No. 14 


W. Gomph; 2659 by A. T. & S. F. Ry.; 1092 et al. by S. P. Co, 
teurties hearing upon question of propriety of minimum revent, 
provisions contained in condition 1 of report and order in saig 
nig and whether or not any modification thereof shoulg 
e made 


oo «o> at Washington, D. C.: 
S. 3619—Ex-Ohio River Coal to Cleveland, Lorain and Other 
‘dis points. 
Fourth Section Application No. 14536 of F. W. gous. 
Fourth Section Application No. 14631, filed by F. W. Gomph. 
Fourth Section Application No. 14404—Filed by F. w. Gemmeh (fur. 
ther hearing upon question of revenue limitations in connection 
with Fourth Section Applications No. 13457 et al.) 
April 7—Mobile, Ala.—Examiner Fleming: 
24114—J. N. sequin’, doing business as Brownlee Lumber Co., vs, 
Southern Ry. (adjourned hearing). 
April 7—Washington, D. C.—Examiner Zeitz: 
Fourth Section Application No. 14550 of A. T. & S. F. Ry., P. & §, 
F, Ry., and G. C. & S. F. Ry. 
April r~ = - at Las re a 2 a. ©: 
1. & 3641—Trucking Gc. i. freight in lieu of rail service in 
Ghicugs district. 
24418—Federated Metals Corp. vs. Pa. R. R. et al. 
“—_ 8—Argument at Washington, D. C.: 
24054—General Plastics, Inc., vs. N. Y. Cc. 
24456—Bone Dry Fertilizer Co., Inc., vs. A. 


April 8—Washington, Ga.—Examiner Davis: 
Finance No. 9073—-A pplication of Charles A. Wickersham, receiver 
of Washington & Lincolnton R. R., for permission to abandon 
the railroad of that company. 


April 9—Seattle, Wash.—Examiners Worthington and Walsh: 
part 10—Hay rates within western district. Rate structure 
investigation (and cases grouped therewith). (Further hearing.) 


April 11—Batesburg, S. C.—Examiner Davis: 
Finance No. 8982—Application Sievern & Knoxville R. R., Southern 
Ry., Carolina Div., and Southern Ry., for permission to abandon 
a line of railroad between Batesburg and Perry, S. C 


April 11—Jackson, Miss.—Examiner Archer: 
1. & S. 3646—Classification ratings on fruits and vegetables in west- 
ern territory. 
or southwestern cases, and cases grouped there- 


19732 —~American Fruit Co., vs. R. C. B. H. & W. R. RB. 

et a 

a ee” Vegetable Shippers’ Bureau et al. vs. A. & R. 
R. R. et al. (and cases grouped therewith) (further hearing). 

1. & S. 3688—Vegetables with clipped tops from southwest. 


April 11—Columbus, O.—Examiner Rice: 
a Rates on crushed stone, gravel, 
o 
24597 come Subs. 1 to 4, 2s )—Bessemer Limestone & Cement Co, 
vs. A. & B. B. R. R. 


— 11—Washington, D. by Berry: 
1 


R. R. et al. 
L. R. R. et al. 


Inc., et al. 


sand and slag within state 


. & S. 3710—Classification rating on cabinets or lockers. 

. & S. 3712—Classification rating on chairs. 

. & S. 3711—Classification ratings on store or office fixtures. 
. & S. 3709—Classification rating on crib springs. 


wan 13—Argument at Washington, D. C.: 
19805—Southern Creosoting Industries vs. A. G. S. R. R. . al. 
24426—Edgar Plastic Kaolin Co. vs. A. C. L. R. R. et al. 
23687—Architectural Tile Co. vs. A. C. L. R. R. et al. 
ay of = Sub. 1)—Trenton Potteries Co. et al. vs. A. C. L. R. R. 

et al. 

April 14—Washington, D. C.—Examiner Oliver: 
Finance No. 3623—Excess income of Augusta Northern Ry. 

April 14—Argument at Washington, D. 

M. 


Cs 
24542—-George F. Bates vs. T.-N. Ry. et al. 



















ATTORNEYS AT LAW 













he tg HARRY C. AMES 
erore the ” 
INTERSTATE teagan apy ate 
COMMERCE Fermerly Attorney and Examiner 


COMMISSION | transportation Bide. Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 
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HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 
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N@R EH AMERICAN CAR CORP. ( 


in perfect condition 
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